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FRIDAY, JUNE 30. 


MASTER MECHANICS’ ASSOCIATION. 
Fifteenth Annual Convention. 








We give below a condensed report of the proceedings of 
the convention last week, in the preparation of which the 
very excellent reports given in the Buffalo Hapress have 
been largely used. 

FIRST DAY. 

The Convention met at the International Hotel, Niagara 
Falls, Tuesday, June 20. It was called to order at 10 a. m. 
by President J. N. Lauder and the Rev. J. S. Bacon, of 
Niagara offered prayer. The reading of the minutes was 
dispensed with, and the Secretary, Mr. J. H. Setchel, pro- 
ceeded to call the roll. The following members were 
present: 

H. Randolph, Chicago. 

J. M. Boon, P., Ft. W. & C., Fort Wayne, Ind. 

R. W. Bushnell, B. C. R. & N., Cedar Rapids, Ia. 

G. E. Boyden, N. Y. & N. E., Boston. 

H. G. Brooks, Brooks Locomotive Works, Dunkirk, N. Y. 

R. C, Blackall, D. & H. C. Co., Albany, N. Y. 

R. H. Briggs, M. & O., Whistler, Ala. 

G. A. Coolidge, Fitchburg R. R., Charlestown, Mass. 

H. L. vooper, L. E. & W., LaFayette, Ind. 

J. G, iifford, Il. Midland, Paris, Il. t 

Howe -d Fry, N. Y., West Shore & Buffalo, New York. 

J. H. 7lynn, W. & A., Atlanta, Ga. 

W.A “7oster, V. & M. Division of the F. R. R., Fitch- 
burg, ¥ uss, 

8. J. ilayes, Ill. Cent., Chicago, IIl. 

C. T, iam, Buffalo Steam Gauge Co., Rochester, N. Y. 

J, C. Haggett, D., A. V. & P., Dunkirk, N. Y. 

J. N, Lauder, N. R. R. (N. H.), Concord, N. H. 

H. L. ‘ech, Hinkley Locomotive Works, Boston. 

m. annon, House of Representatives, Washington. 

W. H. Lewis, D., L. & W., Kingsland, N. J. 

Jame. Maglenn, Carolina Cevtral, Laurinsburg, N. C. 

J. Me’ enna, L., P. & C., Peru, Ind. 

M. Pc dleton, 8S. & R., Portsmouth, Va. 

Geo.] ards, B. & P.. Boston. 

W.T = nith, P. & E., Erie, Pa. 

J. H. stchel, Kentucky Central, Cincinnati. 

Jame edgley, L. S. & M.S., Cleveland, O. 

A.J. aborn, Mattoon, II. 

G. B. »imonds, C. & St. L., East Carondelet, Ill. 

W. F. Turiff, C., C., C. & L., Cleveland. 

Geo. C Watrous, D., L. & N., Ionia, Mich. 

B, We xen, St. L., A. & T. H., St. Louis, 

W. Wc ‘icock, Central of N. J., Elizabethport, N. J. 

F.M.* “der, N. Y., L. E. & W., Susquehanna, Pa. 

J.H.R moni, Western R.R. Association, Chizago. 

Anopt "nity was given for new members to be en- 
— anc, following were entered on the secretary’s 

8: 

George R Ross, N. Y., L. E. & W., Buffalo, N. Y. 

H. 8. Bry Chi. & Iowa, Aurora, IIL. 

D. D. Aruca, Central of Ga., Savannah, Ga. 

Geo. E. Howe, St. J. & L. C., St. Johnsbury, Vt. 

F. G. E ownell, B. & L., Burlington, Vt. 

J. B. Henney, Wis. Cent., Stevens Point, Wis. 

J.C. I ~ton, H. & C. W., Hartford, Conn. 

J. E. DM erill, C.. R. I. & P., Davenport, Ia, 

a D. B.udley, G. R. & I., Grand Rapids, Ia. 

T 


A. D. vgin, R. I. Locomotive Works, Providence, R. I. 
he Pre ‘dent then read his annual address as follows: 
PRESIDENT’S ADDRESS. 
““GENTILs .N: For the fifteenth time we meet in conven- 


tion to ti “t the necessary routine business of the Asso- 
ciation and hear and discuss the reports of the various 
committer s. 


“These .» ttees will present for consideration reports 
on quest? £ interest, not only to you as individuals and 
members 1is Association, but of vast interest to the rail- 
roads wit: which you are connected, and which you serve. 
The quali of the papers presented and the manner in 
which you. - upon them is what gives value to our deliber- 
ations, and when the fact is canahinoed that the expense of 
the motive power department of the roilroads of this coun- 
try is avove 25 per cent. of the total expense of 
operation iit will be seen how necessary it is for us 
to come to correct conclusions in matters that may 
come before us. Ten years’ investigation and experience 
has enableu us to reduce the expense of maintenance of mo- 
tive power by more than one-half, and I think I may safely 
claim that this result has been accomplished in a great mea- 
sure by the investigation of this Association, and the dif- 
fusions of »chnical knowledge by the discussions at our an- 
nual meet gs and by sending our printed reports broadcast 
over the v. olecountry. The railway system of this coun- 
try is being developed so rapidly, and competition is becom- 
ing so sharp, that the prime necessity in railway manage- 
ment is economy of operation, and the man who can run 
his department the cheapest, ail things being equal, will 
steadily and surely come to the front. Bearing this inmind 
it will be seen that plainness and simplicity of construction 
must be the watchword, ignoring everything that tends to 
complication, unless such complication brings about desir- 
able result: that cannot otherwise be obtained. Technical 
knowledge in our profession is what most of us lack. Prac- 
tical knowledge we have gained by long years of experi- 
ence; and this Association is capable of giving and does 
give us the scientific knowledge we stand so much in need 
of. The past year has brought changes to many of our 
members, and it is with pride that I can say that these 
changes have uniformly been promotions. 

‘“‘Tam pained toinform you that death has invaded our 
ranks and taken from _us four of our most valued members 
within the year, viz.: W. S. Hudson, N. Spittle, Wm. Rush- 
ton, H. E. Woods, and A. L, Holly, the latter an associate 
member. Without being invidious, I think a word here of 
tribute to the memory of the late Mr. Hudson may not be 
out of place. 

‘He was by his age, experience, rare ability and good 
a of head and heart, the peer of any of us, and his 

eath will be an irreparable loss to the Association as well 
as a personal loss to each individual member. 

“T trust the Association will take such action as will show 
our grief for the loss of our late associates. 

‘The past year has been a remarkable one in the annals 
of a construction. Lines have been pushed in all di- 
rections from the St. Lawrence River on the north to the 
Rio Grande on the south and from the Atlantic Ocean to 
the Pacific. American enterprise has even invaded the 
territory of our sister republic, Mexico, and hundreds of 
miles of railway are already in operation within her bor- 
ders, and before another year rolls around her railway sys- 





1 . . 
tem will aggregate thousands of miles. The locomotive is 


the great civilizer of the age, and we may expect to see at 
no distant day emigration from the crowded Eastern States 
and from Europe following the locomotive into Mexico and 
making that fertile country blossom as of old. 

‘* It gives me pleasure to see so large an attendance at our 


opening session. It is testimony conclusive that the Asso- } 


ciation and the objects for which it was formed are still 
paramount in the minds of its members and the interest you 
maifest by your presence will, I am sure, carry it forward 
in its career of usefulness to yourselves and to the interests 
you serve, 

“While occupying the position of President of this Asso- 
ciation for the past two years, I have served you to the 
best of my ability, and on the occasion of my retirement 
from this position I desire to thank you for the uniform 
courtesy I have received at your hands, and for the leniency 
with which my mistakes have been treated while presiding 
at your annual conventions.” 


The Committee on Arrangements extended an invitation 
to the Association and their guests to visit all the points of 
interest about the Falls and stated that carriages would be 
furnished for the trip. 

The Secretary tben read his annual report. The Associa- 
tion now numbers 188 members. There has been received 
during the year from assessments $735, and from other 
sources $448.95, making in all $1,183.95. The Boston Fund 
now amounts to $4,217.51, $517.51 of which is uniuvested. 

The Treasurer’s report shows a balance on hand of 
$514.22, 

After reading the Treasurer's report the Secretary read a 
long and exhaustive report upon “ Improvements in Boiler 
Construction,” prepared by Mr. Reuben Wells, which will 
be published hereafter. 

he next hour was takeu up with the discussion of miscel- 
laneous questions. Mr. F. M. WILDER presented the follow- 
ing: ‘ What is the maximum limit of weight to be allowed 
per wheel for locomotives ?” 

In the discussion which ensued the following gentlemen 
took part: Messrs. Wilder, Lauder, Sedgely, Fry and 
Woodcock. In the course of the discussion it was shown 
that there has been of late years a growing tendency to in- 
crease the weight of locomotives. The maximum weight 
allowed on each driver on tie locomotives of the Erie Rail- 
way sy is 13,000 pounds; many have only 8,000 
pounds. In England from 16,000 to 18,000 pounis is 
allowed. Experiments have shown that with any weight 
the point of contact between the wheel and rail is not more 
than one tenth of a square inch. The general opinion seemed 
to be that not more than 10,000 or 11,000 pounds should be 
placed upon a wheel. It was finally voted to refer the whole 
matter to the Committee on Subjects. 

Mr. Woopcock asked: ‘‘In what part of a lecomotive 
boiler should the checks be placed, either for pumps or in- 
jectors, to produce the best result ?” 

The question was discussed by the President and Messrs. 
Fry, Hayes and others. 

he President then appointed the following committees: 

Finance.—Messrs. George Richards, Wm. Woodcock and 
M. M. Pendleton. 

Saale tea J. M. Boon, F. W. Deanand H. L. 

ch. 

Correspondence.—Messrs. J. H. Flynn, R. H. Briggs and 
T. B. Twombly. 

After a short recess, Mr. Wells’ paper was taken up and 
discussed. The paper was illustrated by means of diagrams 
on a blackboard. The following gentlemen took part in the 
discussion: Messrs. Lauder, Fry, Wilder, Durgin, Wood- 
cock, Sedgley and Blackall. 

The convention then adjourned until 9 a. m. next day. 

Tbheafternoon was spent in sight-seeing, the members of 
the Association, most of whom were accompanied by their 
wives, visiting the various points of interest about the Falls. 


SECOND DAY. 


On the second day there was a much larger attendance 
than the preceding day. The Finance Committee recom- 
mended that the usual assessment of $5 be made upon each 
member to defray expenses. 

The Auditing Committee reported they had examined the 
books of the Secretary and Treasurer and found them cor- 
rect. 


THE WOOTTEN FIRE-BOX. 


The Secretary then read an able paper upon “ Experi- 
ments made with a Baldwin consolidated engine, having the 
Wootten fire box,” by Mr. Jacob Johann, General Master 
Mechanic of the Wabash system. The engine hada 20 by 
24 in. cylinder and was used on the Illinois Division of the 
Wabash Railway. The fuel was Illinois bituminous coal 
the average amount consumed being 5.7 pounds per loaded 
car per mile. The season was very unfavorable, yet it was 
shown that the IlJinois coal could be profitably used with 
the Wootten fire-box. The greatest difficulty experienced 
was the necessity of drawing the clinkers every 30 or 40 
miles. As the result of his experiments Mr. Johann came to 
the conclusion §that the consolidation engine is the most 
economical for through freight trains, its greater traction 
allowing it to do more work. 


BOILER CONSTRUCTION. 


The paper upon ‘‘ lmprovement in Boiler Construction,” 
resented Tuesday, was again taken up and discussed at 
ength, the different methods described in the paper being 
illustrated upon the blackboard. The principal difficulty 
experienced by the Western engineers is the furrowing of 
seams and the pitting of plates. By some this is attributed 
to the chemical action of the water and to the expansion 
and constraction of the metal. 

Mr. S. J. Hayes, of the I!linois Central Railroad, said in 
his opinion the trouble is usually due to imperfections in the 
boiler plates. He had seen boiler iron laying out doors 
where even a shower would show flaws caused by cinders in 
the rolling. The majority of the speakers agreed with him 
as to the cause of furrowing and pttiing. 

Mr. Davip Joy, of London, England, read a paper upon 
a valve-gear of which he is the inventor, and also described 
his reversing and expansion motion and a compound en- 
gine which is in use on some of the English roads. 

MACHINE WELDING. 

A recess was taken to examine Mr. Joy’s diagrams, after 

which the convention took up the subject of machine 


weiting. 
Mr. Fry described a steam-welder in use in the Grand 
Trunk Railway shops at Fort Gratiot, Mich. 

Messrs. Sedgley, Hayes, Prescott, and Hackney spoke in 
favor of a machine for welding on the roller principal. 

The question “Ts cast-iron a safe metal for links and 
blocks?” asked by Mr. Fry, was briefly discussed, the gen- 
eral opinion being that it is. 

Mr. C. Berkley Powell of Concord, N. H., described a 
device of his own invention for cutting off the escape from 
the boiler of steam and water, in case of ents, by means 
of the steam-gauge stand. It is claimed that by the use of 
this device, which provides for instantly cutting off the 
steam or water by means.of interior fittings, many of the 
painful accidents to engineers and firemen resulting from 





escaping steam may be averted. The report was ordered 
printed in the proceedings. 
The convention then adjourned until 2:30 p. m. 
AFTERNOON SESSION, 


The convention came to order at 3:20, when Mr. Joy’s 
vaper on his valve gear was taken up and discussed. The 
inventor briefly stated the advantages of his gear over the 
link motion. e believed there would be a saving of fuel 
aud that it could be operated better than the present 
mechanisw. After a long and earnest discussion of the gear 
in which very favorable comments of it were made it was 
voted that the thanks of the Association be tendered to Mr. 
Joy for his kindness in visiting the convention. 


PARALLEL RODS FOR LOCOMOTIVES. 


Mr. Fry then read a paper on the “ Best Form and Con- 
struction of Parallel s for Locomotives to Prevent 
Breaking,” prepared by Mr. Edgar Worthington of the 
Master Mechanic’s office of the New York, West Shore & 
Buffalo Railroad. The paper was very interesting, and was 
listened to with close attention. It will be published here- 
after. The different kinds of rods were described and dia- 
— of the same pointed out by the author of the paper. 

ight rods, weighing in some cases as little as 170 pounds, 
were shown to Se as good, if not better, than heavier ones, 
The ome was accepted aud ordered printed. 

At this pvint Mr. Laster Garey, President of the Master 
Car-builders’ Association, was presented to the members by 
the President. A short recess was taken tu enable the mem- 
bers to examine Mr. Worthington’s diagrams. 

After recess the subject was taken up again and discussed 
at considerable length. 

Mr. FLyNnw favored the old strap rod made of hier a 
iron and rather light. He thought ove cause of the breaking 
of rods is that they are used too long. Would renew the 
rods on passenger engines once in five years. Renews axles 
on passenger engines once in two and a half years, using the 
old axle as much longer on freight engines. R-ds should be 
watched carefully and not allowed to run too long. 

Mr. LAUDER believed rods are often broken by engineers 
tampering with them. He was in favor of a rod made 
right in the first place, and of such a style that it will not 
require any care from the hands of the engineer. Prefersa 
plain bushed rod. 

Mr. BricGs has rods on engines on his road 25 years old, 
except thestraps. His engines average 2,800 miles a month. 
Trains run 30 miles an hour and take eight cars. Has run 
18 months without filing the brasses. Thinks the trouble is 
with those who take care of engines. 

Mr. CLARK uses a solid-end rod. Does not allow engi- 
neers to do anything with the rods.’ Uses no straps. 
lieves in wrought iron pins and ; 

Mr. WILDER thought close enough attention has not been 
paid to detaiis. The success of the English roads is due in a 
great measure to the excellence of their rails. 

Mr. HOLLISTER thought that much of this trouble is caused 
by carelessness in attention to details. Wheels are often cf 
different sizes, and there is other faulty construction. 

Mr. ROBINSON thought that the track has the most to do 
with this and other simular difficulties with engines. 

Mr. FLYNN believed that rods should be proportioned to 
the size of the engines, and not of the same size when Wy 
were differently constructed. Th? utmost care should be 
used in the adjustment of the rods and pins in the shops and 
to the material of which they are made. 

The discussion was then closed. 


LOCOMOTIVE ENGINES. 

The Secretary read the report of the committee, of which 
Wm. Woodcock is chairman, on ‘“ Plans of Construction 
and Improvement in Locomotive Engines.” The Committee 
find that although the Keely motor has not made the won- 
derful trip from Philadelphia to New York, which it was 
predicted it would, and the Fontaine engine seems to be a 
failure, there has yet been considerable ‘progress in this 
field. Reports were received from 17 different points, giv- 
ing account of improvements of a more or less important 
character. Among them is a locomotive built by the 
Baldwin Locomotive Works having 10 driving-wheels and 
a pony truck, and a fast passenger engine built by the same 
firm with the boiler directly over the frame and the driving- 
wheels nearer together. The report was accepted. 

OTHER COMMITTEE REPORTS. 


The Committee appointed to consider the best method of 
offering premiums to engineers and firemen to induce evcon- 
omy in runvirg engines reported progress, and asked that 
they be continued one year. The request was nted. 

The report of the Committee ona Standard Wire Gauge 
(published elsewhere) baving been. read, the report was 
open for discussion. The report favors a standard Amer- 
ican wire gauge. There is no uniform gauge at present, 
and manufacturers have no means of knowing when an 
order is received upon what standard it is based. Costly 
errors are therefore being constantly made, and the need of 
a uniform gauge is apparent. The Committee recommended 
the adoption of the micrometer sheet metal gauge made by 
the Brown & Sharpe Manufacturing Co., of Providence, 
R.I. The report of the Committee was accepted, and the 
recommendations adopted. 

A resolution was offered and passed declaring thet it is 
the sense of the Association that all gauges should be abol- 
ished, and actual measurement used instead. [This is an 
indorsement of the micrometer.] The convention then 
adjourned until 9 a. m. next morning. 

he following new members joined the Association on 
this day : 

William A. Short, C.S. R. R.. St. Thomas, Ont.; John 
Henney, Jr., N. Y.,N. H. & H., Hartford, Conu.;L. L. 
Brigham, Passumpsic, Lyndenville, Vt.; J. C. Hovey, 
R. & P. Rochester, N. Y.; W. B. Warren, Ohio Southern, 
Springfield, O.;C. W. White, L. & N., Birmingham, Ala.: 
J. 8. Graham, L, 8. & M. 8., Buffalo, N. Y. 

Iv the evening a grand complimentary hop was given by 
the proprietors of the International Hotel to che Association 
and their guests. The large reception room of the hotel 
was turned into a ball room and the affair was a very 
pleasant one. 

THIRD DAY. 


The closing session began at 10 a. m., Thursday, and there 
was a larger attendance than at any previous session. Mr. 
C. K. Domville, Great Western Ry., Hamilton, Ont., joined 
the Association. 

A communication was received from General-Manager 
E. 8S. Bowen, and General Passenger Agent Abbott of the 
Erie Railway, inviting the Association and their guests to 
an aa to Portage next day. The invitation was ac- 
ce ' 

. THE MODERN LOCOMOTIVE. 


The Secretary then read a paper prepared by Mr. P. H. 
Dudley, of New York, on the practical performance of the 
modern locomotive. 

If the data in regard to fast 10 and 12-car trains were all 
collected it would leave no doubt as to the ability to run 
them at 50 miles an hour on nearly level roads or 5 and 6- 
car trains at 60 miles an hour. 

“Having drawn with my dynagraph car,” says Mr. Dud- 
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ley, ‘‘fast express trains upon various roads, I present a 
brief tabulaticn of part of a trip showing the performance 
of an ordinary locomotive upon a traiu composed of 3 8- 
wheel and 6 12-wheel cars, weight 250 tons. 
of locomotive ready for use (including tender), 126, 
pounds. The weight upon the drivers (which were 6 ft. in 
diameter) was 48,000 pounds. The cylinders were 17 x 24, 
and the steam pressure-gauge set at 135 pounds.” 

The table gives the number of miles, the time of run, 
speed per hour, velocity of wind, and: approximate grades. 
It was shown that a speed of 53.70 miles an hour was 
attained on a down grade of 8 ft. to the mile against a wind 
blowing 5 miles an hour, the length of the trip being 9 miles. 
A trip of 23 miles was made at the same rate per hour on a 
down-grade of 10 ft. against a wind blowing 3.1 miles an 
hour. The greatest speed per hour attained on an up-grade 
of 13 ft. to the mile was 49.31 miles in a run of 6 miles, the 
wind blowiog 6 miles an hour. The greatest speed on a level 
was 52.89 miles an hour against a wind blowing 4.2 miles, 
the run being 11 miles. Pp 

Mr. Dudley continues : ‘‘ In drawing fast and heavy trains 
the greatest difficulty in making time bas been want of 
steam. ln view of possible contingencies provision should 
be made for a greater capacity than is required for ordinary 

ccasions. 

‘*Tnertia is an important element of train resistance, 
especially on local trains, as it limits the speed for short 
runs, and must be considered in the choice of locomotives 
for the service. In starting a train the working adhesion of 
the steel-tired driverson dry steel rails is usua.ly above 33 
per cent. of the weight upon them, and reduces as the speed 
increases.” 

A discussion followed on this subject and also upon the 
paper presented Wednesday upon “Plans of Construction 
and Improvement of Locomotive Engines.” The papers 
were illustrated by diagrams upon the blackboard. 


STEAM REVERSING GEAR. 

Mr. SetcHeL asked the value of steam reversing gear 
for locomotives. 

Mr. Paxon said the advantage is in the perfect control 
the engineer has at a high rate of speed. His road has five 
in use aod Jiked them. 

Mr. Fry said one complaint is that the gear does not hold 
but slips. 

Mr. PaxXon said that they had had no trouble of that kind. 

Mr. LYNE said that he could not see the object of a steam 
reversing gear. It seems to he an expensive arrangement, 
considering the small advantages to be derived therefrom. 


FUTURE MEETINGS. 


The committee appointed to confer with a committee of 
the Master Car-Builders’ Association with regard to holding 
the conventions of the two Associations on the same day and 
at the same place, reported in favor of sucha step. The 
matter was referred to the Supervising Committee of the 
Association. The Committee on Subjects recommended 
that the committees on the following subjects be con- 
tinued : 

1. Is the extension of the smoke-box of locomotive en- 
gines beneficial ‘ If so, to what extent ? 

2. In what part of a locomotive boiler should the check- 
vaives be placed (either for pumps or injectors) to produce 
the best results ¢ 

3. Is it best to cone or taper driving-wheel tires? If they 
are coned, to what extent should it be done ? 


VARIOUS QUESTIONS DISCUSSED. 


The subject of a standard wire gauge, which was supposed 
to have veen settled at the preceding session, was again 
brought up, and an animated discussiun followed. The ac- 
tion taken Wednesday was not, however, revers-d. 

: — following questions were asked and discussed at 
ength : 

‘© What lubricant is best for locomotive cylinders and how 
much lubricant per mile should a locomotive use for all pur- 

20ses 7” 

pn Is there any more reliable and simple method of ascer- 
taining the actual workiug conditions of locomotives than 
the application of the steam engine indicator ?” 

** Is the use of metallic packing for piston rods and valve 
stems desirable ¢” 

Tne President then appointed the following Committee on 
ar “ggamaal Messsrs. L. F. Lynes, C. A. Smith, aud W. A. 
Smith. 

By vote of the Association Mr. L. F. Lynes was requested 
te prepare a paper on Steam Indicators to be read at the next 
meeting of tue Association. 

OFFICERS ELECTED. 

The election of offivers being next in order, Mr. Reuben 

Wells was chosen President to succeed Mr. Lauder, with Mr. 
James Sedgley as First Vice-President and Mr. Howard Fry 
as Second Vice-President. Secretary J. H. Setchel and Treas- 
urer S. J. Hayes were continued for another year in the 
offices they have filled so long and so well. 
. Short appropriate speeches were made by the new officers 
and by the retiring President, Mr. Lauder. A resolution 
was otfered thanking Mr. Lauder for the zeal and courtesy 
witu which be had discharged the duties of his office. The 
resolution was adopted by a rising vote and three cheers 
given for the retiring President. 

it was voted that the Seeretary’s salary for the ensuing 
year be the same as last year—$600. 

RESOLUTIONS, 


The Committee on Resolutions reported the following: 

‘* We have witnessed with pleasure and satisfaction the 
growing interest and desire for investigation and advance- 
ment which has characterized this the fifteenth and largest 
gathering for some years of our Association. We believe 
that no ove will go away from this place without feeling 
that they can conscientiously say they have greatly profited 
by the proceedings of this meeting. The apartments se- 
lected for our accommodation could not have been more 
conveuiently or pleasantly situated. The efforts put forth 
by our committees and friends have been eminently success- 
ful. The honor done us by the Rev. J. S. Bacon, the 
pleasant entertainment given us, and the hospitality with 
which we were received by the proprietors of the Interna- 
tional Hotel, together with the compliments of the gentle- 
men comprising the Entertainment Committee, are all sin- 
cerely appreciated. Wealso feel very much honored by 
the complimentary excursion so kindly tendered us by the 
New York, Lake Erie & Western Railroad Company to 
Portage. ‘Therefore, be it 

** Resolved, That our sincere thanks are hereby tendered 
to all the parties to whom we owe the gratifying success of 
this couvention.” 

The President was directed to appoint committees to Pol 
pare suitable memorials of the members who have died dur- 
ing the past year, and the Secretary instructed to incorpor- 
ate the same in his annual report. 

There being no further business the convention adjourned 
subject to the call of the Supervisory Committee. 

In the evening a reception and concert were given at the 
International Hotel. re w4s music in the reception room 
and on the beautiful lawn at the rear of the hotel, which was 
much enjoyed. f 

On Friday, nearly all the members joined in the excursion 


Total weight | da 


to Portage over the New York, Lake Erie and Western road 
which occupied nearly all day. In the evening most of 
them started for home, only a few remaining until the next 


Vv. 

As will be seen, the time of the next meeting was left to 
be fixed by the Supervisory Committee, who will issue due 
notice, when a decision is reached. 








Austrian Passenger Locomotive. 

We give this week a double page and other illustrations 
of a locomotive built at the celebrated Locomotiv-Fabrik 
Wiever-Neustadt, Austria, near Vienna, for which we are 
indebted to that valuable journal, Engineering. The follow- 
ing description is also copied from its columns: 

The engine is of a very heavy type, designed for, express 


service, drawing trains of a gross weight of from 125 to 140 
tons at an average speed of 38 miles, on a line which for 





me om - ge on an a Te communion hes been 
adop' or the purpose o} n e greatest possible 
steadiness of the engine in neem: Bly curves, and witha 
view to insure as nearly as possible that the center‘of grav- 
ity of the upper part should travel in the center line of a 
curve. It permits the engine to slightly rise and fall on the 
bogie, to which it is in no way rigidly connected, -since the 
central pin is spherical and works longitudinally in a slot, 
tbe horizontal links in front always dragging the bogie 
truck. In addition to this arrangement, the engine and 
tender are connected by Mr. E. Tilp’s coupling, and we are 
informed that in consequence of this complete system of 
flexible connection the engine runs with great smoothness, 
even at speeds of 62 miles, the oscillations not exceeding 
8¢ in. sideways. 

The reversing gear of the engine is a combination of a 
lever and screw arrangement, admitting of either being 
used independently. The nut of the spindle is fixed to the 
arc, the latter being pivoted; if the lever be fixed in the 
arc, it follows the motion of the screw, while it may at any 
moment be used quite independently. As a rule, the screw 
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about 20 per cent. of its length consists of gradients of 1 in 
70, while during some parts of the year the one has to 
take passenger trains up to 150 tons at a speed of about 35 
miles per hour. 

The adh:sive weight of the engine was fixed at 28 tons, 
resulting in a total weight of 46 or 47 tons, of which about 
19 tons rests on the fourwheel leading bogie truck. The 
available fuel being a poor hard coal, evaporating only 
about 3.5 Ibs. of water per pound of coal, a large fire-grate, 
amounting to 22 square feet, had of necessity to be pro- 
vided. The engine is designed with outside framing—an 
arrangement very generally adopted in Austria—the cylin- 
ders are placed horizontally outside, the driving axle is 

laced nearly under the centre of gravity, but a little in 

ront of the latter, and the coupled axle is below the firebox. 
As will be seen from our two-page plate the driving and 
coupled wheels are 5 ft. 10% in. in diameter, with a rigid 
wheel base of 8 ft. 2%¢ in. 

The four-wheel bogie truck with wheels 3 ft. 4 in. in diam- 
eter and 5 ft. 6% in. wheel base is connected to the buffer 
beam of the main frame by two short links having univer- 
sal joints at each end (see figs. 1 and 2), an arrangement 
suggested by Mr. F. Kamber, Engineer of the state rail- 
ways. As will be seen from Fig. 2, the plan, these links 
are placed radially to a central pin, connecting the back end 
of the bogie to a cross-stay of main frame. Half-wa 
between the wheels, and about in a line with them, the truc 





is slung from the main frame by short links shown in figs. 





1, 2 and 4, having also universal joints at each end, end 


is used for altering the expansion, while the lever is resorted 
to for reversing. . 

On a trial trip the engine ran over the road as described 
above with 16 carriages a distance of 218 miles in six hours, 
including several stoppages. 

Like a great number of engines on the Kaiser reiease 
Nordbahn, this new express locomotive is fitted with the 
Hardy brake. 

For convenience of reference we opens a list of the princi- 
paldimensions of this engine, which embndies several novel 
features in its design, and will no doubt be interesting to 
many of our readers. 





Cylinders and Working Gear: Ft. In. 
UREN GE GOED 000 000000088 secccccdics ceccccces 1 4.73 
POE sewanscecnsecce 00 0s0cccedscnsceeen 2 0.8 
Valve gear, —- outside. 

aod ad ype. Stepnenson. 
Maximum throw of eccentrics................+.++ 
swe. siaen tron eoeesiaves 11.02 
Width of steam ports ........ .. .... aa 1.38 
Fan once ccngsiceccces cocccesccescesoes 3 
Lap of valves, outside 1 in., inside .08 in. 
Boiler: 
Diameter of barrel inside Jongest plate................ 4 
Height of rentre above rail .............. ccceccee caee 6 
Length of firebox at bottom inside............ ........ 6 
Width “~ TS ppepaiibloudaeeeh eat .3 
Tubes, diameter outside............060.0scececeeeeeees 0 2 
ot wd ile sietiti \ aetedis indi anime anentlial . 0 185 
. er re 180 
“length between the tube plates....... «+ evook 1% 
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Sq. ft. | 
PEGE RETREEs Pac ne eed 06, cecenatancerssaareses ox y 
ere arrree 1265.8 
~ Gil aadente tenes es oarneken 1144.2 
Total with external tube surface (a)........ .....-. ese 1356,2 
oe internal " INE ieadiststevseteesns 1234.6 
i OF Tank 086d tics ceakeestaeabensds ‘sas sscceeeeese 22.0 
fiue GOD CHI CN iiss ac cnt cbs sweetie caer sca sevens 3.4 


Proportion of total heating surface (a) to firegrate ego P| 
% YB 


Proportion of firegrate area to flue area............... . re | 
” firebox surface to tube surface........... 14 
Blast nozzle variable from 8.43 sq. in, to 24.2 sq. in. 
Pressure of steam......... VRIES SO A 6 fs 142 Ibs. 
Wheels: Ft. In. 
Diameter of coupled wheels...............000005 0 seeee 5 10% 
i SE Ssccdes — CURE. BO. care seeens : 4 
Wheel base, total... ............ cect omenwed wna eeukeee 4% 
i Ee eee rere .8 234 
, SP achat sited) (ainimeberense 200 5 6% 
Welght Of CRIBS CHIT o.oo .505c cc cccces cécs sos coccses 42% tons 
= 5 in working order............ 0 ...2e5- 7 - 
on coupled wheels in working order.28 “ 





Train Accidents in May. 


The following accidents are included in our record for the 
month of May: 


REAR COLLISIONS. 


On the afternoon of the 2d a passenger train on the Cleve- 
land, Tuscarawas Valley & eeling road ran into some 
flat cars which had been left on the main track in Massillon, 
O., and the engine was damaged. 

On the afternoon of the 3d a freight train on the Chicago, 
Milwaukee & St. Paul road ran into some cars loaded with 
rails in the yard at La Crosse, Wis., and the engine was 
badly wrecked. 

On the afternoon of the 4th a passenger train on the 
Chicago & Alton road ran into a flat car which had been 
run out of a quarry riding upon the main track near Blue 
Springs, Mo. ‘The engine was badly damaged and the en- 
gineer burt. 

On the night of the 8th a passenger train on the New 
York Central & Hudson River road backed into another 
passenger train in the yard in Rochester, N. Y., damaging 
twocars. 

' Very early on the morning of the 10th a freight traia on 
the Michigan Central road ran into the rear of a circus train 
near Dexter, Mich., damaging several cars and injuring one 
man, 

On the evening of the 11th, at Hartford, Conn., a locomo- 
tive runving wild played sad havoc in the New York & New 
England yard. It was a large switching engine with tender 
and a heavy flat car attached. A slight collision being ap- 
prehended near tbe East Hartford bridge, the engineer and 
tireman deserted the engine. By the collision another engine 
and two freight cars standing near the bridge were derailed. 

The shock threw open the throttle valve of the wild engine, 
and it came rushing into the city on the main track at a 
speed of 50 miles an hour. Near the depot it collided with 
another engine which was just passing from the main track 
to asiding. Tbe runaway engine was thrown on its side 
and wrecked. Theengineer of the other engine had deserted 
it when he saw his danger. 

Although badly smashed and its tender wrecked, this en- 
gine kept on and smashed into still another one near the cn- 
gine house, Strange to say, no one was injured. The 
damages will not exceed $8,000. 

On the evening of the 12th a freight train on the New 
York, Lake Erie & Western road ran into a preceding 
freight, which had stopped near Corning, N. Y., wrecking 
several cars. The first train sent back a signal, but the man 
did not go far enough. 

On the night of the 13th a freight train on the Chicago, 
St. Paul, Minneapolis & Omaha road ran into a preceding 
freight near Woodville, Wis. A locomotive and eight cars 
were badly broken. 

On the afternoon of the 14th a freight train on the Penn- 
sylvania Railroad broke in two near Chickies, Pa., and the 
rear section ran into the forward one, wrecking several 
care, 

On the morning of the 15th a freight train on the New 
York, Pennsylvania & Ohio road ran into a freight car 
which had been left partly on the main track at Girard, O. 
The engine was damaged ‘the engineer and fireman hurt. 

On the afternoon of the 15th a freight train on the Cleve- 
laud, Akron & Columbus road ran over a misplaced switch 
and into another freight train standing on a s.ding in 
Clinton, O., wrecking several cars and injuring a train- 
man, 

On the nigbt of the 15th a freight train on the New York, 
Lake Erie & Western road ran into a preceding freight in 
Middletown, N. Y., wrecking several cars. 

About noon on the 21st a freight engine coming out of a 
siding in Rochester, N. Y., on the New York Central & 
Hudson River road, ran into another freight, damaging the 
engine, The engineer and firaman were hurt. 

On the morning of the 23d an emigrant train on the 
Grand Trunk road ran into a freight train standing on the 
= Montreal, P. Q@. Tbe engine and several cars were 
wrecked, 

On the evening of the 24th a freight train on the New 
York, Lake Erie & Western road rau into some cars which 
had broken loose from a_ preceding freight near Lawson, 
N. The engineer was slightly burt. 

Very early on the morning of the 25th a freight train on 
the Illinois Central ran into a preceding freight near 
Tucker, [ll., wrecking several cars. The engineer was hurt. 
There was a dense fog at the time. 

On the night of the 25th a freight train on the Illinois 
Central road broke in two near Makanda, Lil., and the rear 
section ran into the forward one, wrecking several cars. The 
wreck caught fire and five cars were destroyed. 

On the corning of the 27th a freight train on the Illinois 
Central road broke in two near Manteno, IIl., and the rear 
section ran into the forward one, wrecking several cars. 

On the afternoon of the 27th a freight train on the Mem- 
phis & Charleston road ran into a preceding freight which 
was just going into a siding at Flint Rock, Tenn., doing 
some damage. 

On the afternoon of the 28th a freight train on the St. 
Paul, Minneapolis & Manitoba road ran into some cars 
which had broken loose from a preceding freight near De- 
lano, Minn, The engine and several cars were damaged 
and a passenger in the caboose was hurt. 

BUTTING COLLISIONS. 


On the night of the 4th there was a butting collision be- 
tween a passenger and freight train on the Florida Central 
road near White House, Fla. Both engines were wrecked, 
— ae killed, the other engineer and fireman badly 

urt. 

Very early on the morning of the 6th there was a butting 
collision between an Tlinois Central and a Peoria, Decatur & 
Evansville freizht on the track used by both roads near 
ge Ill. Both engines and several cars were wrecked; 

1e Peoria engineer was caught betw i 
tender and fatally hurt. * Te ee 

On the afternoon of the 8th there was a butting collision 
between a passenger and a freight train on the Boston, Con- 
cord & Montreal road near Meredith, N. H.. caused, it is 


‘ 


said, by a conductor’s misunderstanding of orders. Both 
engines, the baggage car and several freight cars were badly 
wrecked ; two passengers who were in the baggage car were 
killed, the engineer and four passengers hurt. 

Very early on the morning of the 12th there was a but- 
ting collisiom! between a special passenger train on the Mis- 
souri, Kansas & Texas road and an engine and caboose 
which had, from some unknown cause, started out alone 
from Oswego, Kan., while the engineer had gone to the 
office for orders, Both engines were completely wrecked, 
the baggage car damaged and the baggageman hurt. 

On the a of the 8th there was a butting collision be- 
tween two freight trains on the St. Louis, Iron Mountain & 
Southern road near Baring Cross, Ark. Both engines and 
several cars were wrecked, two tramps, who were stealing 
a ride were killed, and another man hurt. 

Very early on the morning of the 17th there was a_but- 
ting collision between two freight trains on the New York, 
New Haven & Hartford road in Bridgeport, Conn. Both 
engines and several cars were wrecked, and one conductor 
hurt. The trains usually pass at that point, and the east- 
bound train had the right of way, but the other failed to 
stop as it usually did. 

On the evening of the 20th there was a butting collision 
between two freight engines in the Central Vermont yard 
at St. Albans, Vt., by which both were badly damaged. 

CROSSING COLLISIONS. 


On the morning of the 2d a New York, Lake Erie & 
Western freight train ran intoa Northern Central freight 
at the crossing at Horseheads, N. Y. The Erie engine and 
several freight cars were damaged. 

On the morning of the 5th a freight train on the Chicago 
& Grand Trunk road ran into the Lake Shore & Michigan 
Southern stock-yard passenger train at the Forty-second 
street crossing in Chicago. A passenger car was thrown over 
and completely wrecked. One passenger was killed and 
two badly burt. It issaid that the flagman at the crossing 
signaled both trains to come on: his own story is that he 
‘‘did not see” the passenger train, and gave the usual signal 
to the freight to proceed. 

DERAILMENT, BROKEN FROG. 

Near noon on the 18th several cars of a freight train on 
the Utica, Ciinton & Binghamton road were thrown from 
the track in Utica, N. Y., by a defective or broken frog. 
DERAILMENTS, BROKEN BRIDGE. 


On the night of the 5th a freight train on the Wabash, St. 
Louis & Pacific road went through a bridge near Hutson- 
ville, Iil., which had been undermined by a freshet. The 
engine and six cars went down into the creek; the fireman 
was carried down ard killed. 

On the night of the 30th a bridge over Sugar Creek near 
Lincoln, Ill., on the Peoria, Decatur & Evansville road, 
sve way under a freight train, and one car went down. 

Ine abutment had been washed out by a freshet. 
DERAILMENTS, BROKEN WHEEL. 


On the night of the 2d several cars of a freight train on 
the Central Vermont road were thrown from the track 
near Montpelier, Vt.. by a broken wheel. 

On the morning of the 15th several cars of a freight train 
on the Kunkakee & Seneca road were thrown from the 
track near Gardner, IIl., by a broken wheel. Two brake- 
men were slightly burt. 

Very early op the morning of the 21st acar of a freight 

train on the New York, Like Erie & Western road was 
thrown from the track near Port Jervis, N. Y., by a broken 
wheel. 
On the night of the 21st a freight train on the Louisville 
& Nashville road was thrown from the track near Boyle, 
Ala., by a broken wheel, wrecking several cars and killing 
a brakeman. 


DERAILMENTS, BROKEN AXLE. 


On the night of the 1st the engine of a passenger train on 
the Vermont Valley road was thrown from the track in 
Brattleboro, Vt., by a broken axle. 

Early ou the morning of the 4th 15 cars of a freight train 
on the Philadelphia & Reading road were thrown from the 
track at Milldale, Pa., by a broken axie, and went down a 
bank, piling up in a bad wreck. 

On the morning of the 4th five cars of a freight train on 
the Central Railroad, of New Jersey, were thrown from the 
track near White House, N. J., by a broken axle. Four oil 
cars took fire, and the wreck was entirely destroyed, the 
track also destroyed for some distance and a water tank 
burned down. The road was blocked 10 hours, 

Very early on the morning of the 9th several cars of a 
freight train on the Philadelphia, Wilmington & Baltimore 
road were thrown from the track near Perryville, Md., by 
a broken axle. 

Oa the nignt of the 9th seven cars of a coal train on the 
New York, Lake Erie & Western road were thrown from 
the track at Rosa’s Switch, Pa., by a broken axle. 

Early on the morning of the 15th several cars of a freight 
train on the New York, Lake Erie & Western road were 
thrown from the track near Lackawaxen, Pa.. hy a broken 
axle. 

On the afternoon of the 16th the caboose of a work train 
on the Northern Pacific road was thrown from the track 
near Spiritwood, Dak., by a broken axle. The car went 
into the ditch avd was wrecked, killing three laborers and 
wjuring nine others. 

Oa the morning of the 231 several cars of a freight train 
on the New York Central & Hudson River road were thrown 
from the track in Rochester, N. Y., by a broken axle 

DERAILMENTS, WASHOUTS AND LAND SLIDES. 

On the night of the 8th a freight train on the Missouri, 
Kausas & Texas road ran into a washout at Armstrong, 
Ind. ‘ler., and the engine was wrecked, killing the engineer. 

On the night of the 9th a freight train on the Houston & 
Texas Central road ran into a washout near Cisco, Tex., 
and was wrecked, killing three trainmen and injuring three 
others 

On the night of the 9th another freight train on the Hous- 
ton & Texas Central road ran into a wash-out near Waco, 
Tex., wrecking the engine and several cars, killing one 
trainmen and ivjuriog three others. 

On the night of the 14than emigrant train on the New 
York, Lake Erie & Western road ran into a land-slide near 
Stockport, N. Y.. and the engine was thrown from the 
track. 

On the morning of the 28th a passenger train on the Cin- 
ciunati, New Orleans & Texas Pacific road ran into a land- 
slide near Chattanooga, Tenn., and the engine and two cars 
were thrown from the track. The engine was badly broken 
and the engineer hurt. 

DERAILMENTS, ACCIDENTAL OBSTRUCTION. 

On the night of the 5th a passenger train on the Philadel- 
hia & Reading road was thrown from the track near Au- 
urn, Pa., by a stick of timber which had fallen froma 

freight train passing on the opposite track just before. The 
whole train went off, blocking the read all night. 

On the afternoon of the 17th the engine of a construction 
train on the New Orleans Pacific road, which was running 
backwards near Prudhomme, La., was thrown from the 





track by the trake-beam on the tender, which broke loose 


and fell on the rails. The engine and tender upset down a 
bank, and the fireman was hurt. 

On the night of the 8th a freight train on the Texas Pacific 
road was thrown from the track near Texarkana, Tex., by 
some ties which had been washed on the track by a freshet. 

On the afternoon of the 27th a freight train on the New 
York, Lake Erie & Western road was thrown from the 
track near Cuba, N. Y., by a broken brake-beam, which 
drupped down and caught in the ties. 

On the morning of the 22d some hop-poles fell from a car 
in a freight trainon the Delaware & Hudson Company’s 
road in Waterford, N. Y., and three cars were thrown from 
the track. 

DERAILMENT, CATTLE. 


Early on the morning of the 1st a freight train on the 
Missouri Pacific road ran into some horses near Robinson, 
Kan., and the engine and four cars were thrown from the 
track and upset, killing the engineer. 

On the evening of the Ist a freight train on the Indiana, 
Illinois & Iowa road ran over some cattle near Momence, 
lll., and the engine and three cars were thrown from the 
track. 

Very early on the morning of the 10th a passenger train 
on the Memphis & Little Rock road ran over a cow near 
Carlisle, Ark., and the engine and two cars were thrown 
from the track and upset, ago 3 three trainmen. 

On the morning of the 25th a freight train on the Phila- 
delphia & Reading road ran over a cow near Tamaqua, Pa., 
and the engine and four cars were thrown from the track 
and down a bank. 


DERAILMENTS, MISPLACED SWITCH. 


On the evening of the 4th the engine and seven cars of a 
freight train on the Chicago & Eastern Illinois road were 
thrown from the track at Newell, Lll., by a misplaced 
switch. The engine was wrecked, the engineer, fireman and 
a brakeman burt. 

On the evening of the 16th a freight train on the Sioux 
City & Pacific road was thrown from the track in Sioux 
City, Ia., by a misplaced switch. The engine upset and the 
engineer was burt. 

Un the evening of the 17th a freight train on the Central 
Railroad, of New Jersey, vas thrown from the track in 
Phillipsburg, N. J., by a misplaced switch. 

Early on the morning of the 20th a freight train on the 
New York Central & Hudson River road was thrown from 
the track in Albany, N. Y., by a misplaced switch. The 
ears ran into a brick house near the track, knocking it down. 


MISCELLANEOUS DERAILMENTS. 


On the morning of the Ist a passenger train on the West 
Jersey road struck a loose frog near Glassboro, N. J., and 
two cars were thrown from the track. 

On the morning of the 4th an ore train on the Marquette, 
Houghton & Ontonagon road was started in some unex- 
plained way while standing on a mine siding near Cham- 
pion, Mich., and ran down the grade and out upon the main 
line, where the cars jumped the track and were piled up in 
a bad wreck. 

On the morning of the 8th a freight train on the Lake 
Shore & Michigan Southern road ran into an open draw at 
Huron, 0. The engine went down into the river, with 30 
cars on top of it. Men were at work repairing the bridge 
and say positively that they put a signal out when they 
opened the draw, but the engineer says he did not see it. 

On the afternoon of the 20th a passenger train on the 
Whitewater road was thrown from the track near Meta- 
mora, Ind., by a loose rail. The baggage and one passenger 
car were thrown down a high bank and wrecked, injuring 
the express messen:.er fatally, one trainman and 21 passen- 
gers less severely. 

UNEXPLAINED DERAILMENTS. 

On the afternoon of the 2d several cars of an ore train 
ran off the track in the yard at Marquette, Mich., on the 
Marquette, Houghton & Ontonagon road. 

On the night of the 3d several cars of an ore train on the 
Marquette, Houghton & Ontonagon road ran off the track 
near Marquette, Micb., and were wrecked. 

On the morning of the 5th the engine and six cars of a 
freight train on the New York, Lake Erie & Western road 
ran off the track at Cochecton, N. Y., knocking the station 
there to pieces and wrecking three of the cars. 

On the morning of the 6th a freight train on the Wabash, 
St. Louis & Pacific road ran off the track near Marsfield, 
Ill., blocking the road six hours. 

On the 6th the engine and three cars of a freight train on 
the Texas-Mexican road ran off the track near Laredo, Tex., 
and upset. The engineer was hurt. 

On the evening of the 8th the engine of a passenger train 
ran off the track in Auburn, N. Y.. on the New York Cen- 
tral & Hudson River road. 

On the afternoon of the 9th the engine and four cars of a 
ballast train on the Chicago, Milwaukee & St. Paul road 
were thrown from the track at Wood’: Crossing, Wis. 
Three laborers were hurt. 

On the afternoon of the 11th a coal train on the Pennsyl- 
vania Railroad ran off the track near Pine Creek, Pa., and 
several cars were slightly damaged. 

On the afternoon of the 11th a freight train oo the Terre 
Haute & Indianapolis road ran off the track near Terre 
Haute, Ind, blocking the road five hours. 

On the morning of the 12th several cars of a freight train 
ran off the track near Olean, N. Y., on the Buffalo, New 
York & Philadelphia road. 

On the afternoon of the 12th a construction train on the 
New Mexico & Arizona road was thrown from the track 
near Crittendin, Ari., wrecking several cars, killing one 
laborer and injuring eight others. 

On the morning of the L5tha yard engine on the New 
York, Lake Erie & Western road ran off the track in Mid 
dletown, N. Y., delaying trains a short time. 

On the morning of the 15th the engine of a passenger 
train on the San Francisco & North Pacific road ran off the 
track near Santa Rosa, Cal., delaying the train an hour. _ 

On the morning of the 16th several cars of a freight train 
on the New York Central & Hudson River road ran off the 
track in Utica, N. Y., blocking the freight tracks several 
hours. 

On the morning of the 22d six cars of a freight train on 
the Northern Pacific road were thrown from the track near 
Spokane Falls, Wash. Ter., and wrecked, killing a brake- 
man. 

On the evening of the 22d the engine cf a freight train on 
the Savanrab, Florida & Western rvad ran off the track in 
Savannah, Ga., and upset, injuring the fireman. 

On the morning of the 23d a freight train on the Jeffer- 
sonville, Madison & Indianapolis road ran off the track near 
Edinburg, Ind., blocking the road four hours. ; 

Onthe morning of the 24th several cars of a freight train 
on the New York Central & Hudson River road ran off the 
track near Rochester, N. Y., and were wrecked. 

On the night of the 24th six cars of a freight train on the 
Chicago, Rock Island & Pacific road ran off the track near 
— Mo., and wentdown a bank. Two trainmen were 

urt, 

Very early on the morning of the 29th 12 carscf a freight 
train on the Iilinois Central road were; thrown from the 





track in Chicago, Ill., and piled up in a bad wreck. 
Very early on the morning of the 29th the caboose of a 














te 











aan. 


ee ae 


JUNE 30, 1882] 


THE RAILROAD GAZETTE, 


391 








freight train on the New York, New Haven & Hartford 
= ran off the track near Stratford, Conn., and was badly 
roken, 

On the morning of the 29th nine cars of a freight train on 
the St. Louis, Iron Mountain & Southern road were thrown 
from the track near Austin, Austin, Ark., and badly broken. 
Two men, who were riding in the caboose, were killed. 

On the evening of the 29th several cars of a freight train 
on the New York Central & Hudson River road ran off the 
track in Greenbush, N. Y., and knocked down part of an 
overhead bridge. 

On the night of the 29th a freight train on the Pennsyl- 
vania Railroad ran off the track at Shocks Mills, Pa., and 
11 cars were wrecked. A brakeman was fatally hurt. 

On the 31st a freight train on the Galveston, Houston & 
Henderson road ran off the track at Allen, Tex., and a 
brakeman was hurt. 

OTHER ACCIDENT. 

On the morning of the 31st a driving axle broke under the 
engine ofa passenger train on the Pennsylvania Railroad in 
Jersey City, N. J. The engine was badly damaged, but did 
not leave the track. 

This is a total of 94 accidents, whereby 24 persons were 
killed and 86 injured. Seventeen of the killed and 56 of the 
injured were railroad employés, leaving 7 of the killed and 
80 of the injured, passengers—or others, for the list in- 
cludes several tramps who were stealing rides. 

As conipared with May, 1881, there was an increase of ¥ 
accidents; the number of killed was the same, and there 
was an increase of 10 in the number injured. 

In the five months of 1882 there have been reported 499 
accidents, 135 killed and 515 injured. This makes a month- 
ly average of 100 accidents, 27 killed and 103 injured. 

The month of May was thus somewhat below the average 
for the year, though it makes a worse showing than the cor- 
responding month for several years. 
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THE EXAMINATION OF LINSEED OIL. 

The oil should be clear and pure, not thick and cloudy. It 
sbould be bright, but may not be perfectly bright, because 
there is still unsettled mucilage in it. It should be sweet, 
nevertheless there are those who prefer an oil of a peculiar 
bitter quality, known only by experience, but like the bitter 
of cotton-seed oil. This may be because such a taste indi- 
cates an old and, therefore, well settled oil. Litmus paper 
may be used to test the fact whether sulphuric acid has been 
used to clear the oil. If any quantity of acid remains in the 
oil, the blue litmus paper will become red. 

The unaided senses can say only, this oil is not a thick, 
rancid oil. To test its quality further, we must dry a 
sample. 

Tests for Adulterations.—The most dangerous adultera- 
tions of linseed oil are: (1) fish oil, (2) cotton-seed oil, (3) rosin 
oil, (4) mineral oil. Crude menhaden oil is at this time nearly 
one-half the price of linseed oil. It is an oil which when 
cold has little odor, and much the color of a dark linseed. 
The unchanged oil can, however, easily be detected by 
thoroughly heating a sample, when a strong fishy odor will 
be apparent. Whether this odor can be destroyed we can- 
not say, but it is probable that it can be so weakened and 
disguised that a linseed oil adulterated with such prepared 
fish oil would not at once be detected, even on gentle heat- 
ing. 

Subinnciel oil cannot be detected by odor, and has so 
many characteristics of linseed that any test is difficult. The 
pure linseed oil is to be preferred to cotton-seed, but a lin- 
seed slightly adulterated with cotton-seed would not bea very 
serious injury in rougher work. Its greatest disadvantages 
would be slowness, its tendency to crack coats placed above 
it, and an increased tendency to crack in severe weather. 
The writer has sought long and carefully, and with the aid 
of others, for some easy and reliable test for linseed oil, but 
it must be confessed that the result has not been successful. 
It is not difficult to give tests for unmixed oils, but these 
tests are of next to no use practically, because it is only a 
mixed oil, an adroitly mixed oil, that will be offered to the 
buyer as a pure article. It is of the first importance, there_ 
fore, to purchase oil of the seed-crushers, or of thoroughly 
trustworthy agents. Cheap oil should be avoided, and 
especially all ‘‘ improved ” oils of every kind, and by whom- 
ever advertised. 

The sun is the best: chemist to render oil clear and white. 
Even if an oil be dark, sunlight soon clears it. Ifan oil be 
dark, therefore, it is wise to try the bleaching power of the 
sun upon it— putting the oilin a long, thin vial, with the 
stopper partly removed, in order to allow the access of air. 
If it continue dark, especially if it has a reddish cast, shake 
up a sample in a test tube with aqua ammonia (the stronger 
ammonia diluted with two or three volumes of water). Am- 
monia gives with linseed oli a bright, but not transparent 
yellow. Crude cotton-seed oil with ammonia gives an opaque 
brown, and a mixture with linseed oi] a brownish and, 
especially, a dull opaque yellow. Menhaden oil with am- 
monia becomes white. Refined cotton-seed oi] becomes a 
light transparent yellow. 

It will be seen, therefore, that the test bas value only in 
exceptional cases. Equal quantities of fiuid ammonia and oil 
can be used; the stronger ammonia gives deeper colors, and 
may be used in less quantity. 

In testing oils use two test tubes of small size, such as may 
be purchased at any good drug store for five cents per tube. 
Fill the tubes only one-third full of oil, (one tube should 
contain oil known to be pure), add the ammonia and shake 
the mixture. Hold both tubes (1) against the clear sun- 
-ight, (2) before a piece of white paper, (3) before a piece 





of black or yellow paper, in order to get the full effect of 
contrast. 

Mineral Oil.—Adulteration with mineral oil can be de- 
tected by fluorescent qualities (metallic play of colors)* 
which it imparts to all vegetable oils, and by the strongly- 
marked aromatic, burning flavor it communicates to mix- 
tures containing it. The first-mentioned property is brought 
out by smearing a metallic surface, such as a tin plate, and 
then viewing it at different angles in the open air or in sun- 
light. So characteristic is this that most mechanics who use 
oil can detect mineral oil at once, even when present in 
small quantity. 

Rosin Oil (see Turpentine).—A simple and conclusive test 
for rosin oil is to shake up a small quantity (teaspoonful) of 
oil with five times as much strong alcohol: pour off the 
alcohol und add to it a clear solution of sugar of lead. A 
cloudy precipitate shows the presence of rosin. 

Rosin oil may also be detected by taste, but not by odor. 

Rosin oil or rosin in linseed oil gives the oil a ‘‘ tach,” and 
it is said never to harden completely. 

It is especially to be looked for in boiled oil, but most 
difficult to detect. 

Albumen (plant flesh).—If albumen is present in the oil, 
it will give (it is said) a clabber-like precipitate when boiled 
with one part muriatic acid and four parts water. 

Cotton-Seed Oil.—The best test is by cold. Place a sample 
of pure oil and of the suspected oil in a refrigerator ; if 
much adulterated with cotton-seed oil, the impure sample 
will become thicker than the pure. 

Crude cotton-seed oil produces a brown deposit on a piece 
of bright copper foil, if left in the oil for three or four 
days, in a warm place. Linseed oil becomes green under 
the same circumstances, and leaves a greenish deposit 
on the copper foil. A mixture of the two oils would not 
give results of value to any one who had not carefully tested 
individual cases, but we would advise use of this simple 
test. 

Fish Oil.—Place the oil in a test tube, some pure oil in 
another tube, and heat both tubes gently in warm water. If 
the suspected oil gives no fishy odor, it is probably not 
adulterated with fish oil. Do not be too certain of ability to 
detect fish oil; snuff at both tubes, for the smell of ucrolein 
(i. e., oxidized glycerile), is not unlike the fishy odor, which 
indeed partly depends upon it. The writer has been given 
instances of fishy odors in white-lead cans of first-class 
makers, and in the water from newly painted roofs, which 
may have been due to acrolein, and flying oil acids, although 
they may have arisen from the fact that the linseed oil used 
had been adulterated with fish oil. 

Specific Gravity.—Tests for linseed oil by specific gravity 
have little value. The specific gravities of various oils, as 
given by Mr. C. M. Stillwell, of New York, are as fol- 
lows : 
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Temperature, 59 F.; co-efficient of expansion, 0.00035 
for degree. 

General Test for Adulterations.—lu order for a gene- 
ral test for adulterations of a suspected specimen of 
oil, it is necessary to have a sample known to be pure for 
comparison, 

About half an ounce of the suspected oil is placed in a 
clean, dry test tube, five inches long and half an inch 
wide (such a tube is easily obtained of either wholesale or 
retail drug houses). The same quantity of oil, known to be 
pure, is placed in a similar tube, and both allowed to stand 
in water of ordinary temperature of your room, for 
ten minutes. The tube of suspected oil is left standing in 
the water, and the pure oil from the other tube poured into 
it. When the two oils come into contact, layers will be 
formed, in case the suspected oil is adulterated in any way. 
If the oil is pure, no layers will be formed, and it will be im- 
possible to see where the oils meet. 

These layers resemble the currents which flow upward 
and downward through water when it is heated from 
below—the so-called *‘convection” currents. This test needs 
practice, and will give results only in the hands of a prac- 
ticed observer. The same may be said of tests by 
“cohesion” figures—if indeed these have any value in testing 
mixed oils. 

Another Method.—A useful method (used for testing the 
suitability of linseed oil for the manufacture of linoleum) is 
as follows : 

To 100 parts of oil add 4¢ of 1 per cent. by weight of 
litharge and ¥ of 1 per cent. of red lead. Heat the whole 
in a large basin or saucepan until an immersed thermometer 
indicates 480° to 500°, taking care that the oil gets no hotter 
than 500°. Air should cautiously be blown into the hot oil 
by means of a glass tube attached to a foot-bellows. Small 
samples of oil are taken out and cooled from time to time on 
an iron plate. As soon as they appear stringy when cool 
the oil is allowed to become cold, being constantly stirred 
during cooling. If the oil be solid when cold, the sample is 
of good quality. Bad oil remains sticky and half fluid. 

TURPENTINE. 

Turpentine is an oil which is valuable in painting, because 
it liquifies paints, oil and ‘“‘gums.” Linseed oil is valuable 
because it remains, turpentine because it does not. Its 
nature as a oil is therefore quite different from linseed oil. 

Its use in Nature, as in paiuting, is to dissolve and make 


* This can be disguised by treatment, and is not true of all 
mineral oils. 4 . 








fluid. Our hardest varnish gums were once dissolved in a 
turpentine, which would indeed be valuable to us could we 
discover it. Common turpentine is made by “boxing” 
or cutting deep holes in the pine tree, dipping out into barrels 
the crude turpentine which collects in these. and distilling 
it with water. Crude turpentine boils at 316°, and it is kept 
just below this heat, but water boiling at 212° carries the 
turpentive with it up through the still pipe and over into a 
vessel ready to receive it. What is left of the crude turpen- 
tine is rosin, which contains all the oxygen, turpentine oil 
being composed (like benzine) of hydrogen and carbon. 
When used as paint it should “* dry ” in 24 hours, and leaves 
a varnish of resin which consists of turpentine and oxygen. 
By such drying in the long past were all our varnish gums 
formed, and the only chemical analysis which throws any 
particular light on the difference between the resinous 
copals used in varnish shows more oxygen in the harder 
copals. 

Professor Church, of the Royal Academy, who bas appar- 
eutly studied the matter, says there are two kinds of tur- 
pentine, one boiling at 320° and the other at 350. The 
boiling point of average turpentine is given as 320. It is 
seldom, he adds, that oil of turpentine is free from acids; 
in nice work and when delicate pigments are used it 
may be worth while to test with litmus }aper, which will 
turn red if the turpentine contain much acid. 

Turpentine that is acid contains pyroligneous acid 
(fired-wood acid), which will settle from it in time, and for 
this reason old turpentine is better than new. 

Several new methods of making turpentine are being 
introduced, by which more pyroligneous acid is obtained. 
Both methods extract the turpentine from the wood—even 
from old, dead wood. From a cord of wood one process ex- 
tracted: 
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There is much dead pine wood in the turpentine regions— 
especially in Nortn Carolina—which can be utilized in this 
way : but it must be proved that the turpentine is as good 
an article, lest danger to painters arise from its intro. 
duction. I know nothing against it. 

Benzine is not a proper substitute for turpentine. It is 
said to cause the blistering of paint if used in its prepara- 
tion, the blister being of a peculiar character. 

Rosin is turpentine plus oxygen, and perhaps somewhat 

else. It is useful for many things, but not to put in boiled oil, 
nor to use as a “‘ gum” in paint or in varnish. The painter is 
cheated by its use in both of these ways. It is brittle, and 
easily crumbles. It is, however, valuable in making paste 
and (with shellac, sulphur, etc.) hard cements. 
Rosin Oil.—By distilling common rosin, either mixed with 
steam or without, products are obtained, of which the chief 
are: a watery liquid containing acetic acid, a light and 
flying oil or spirit, and a heavy oil known in commerce as 
rosin oil. Superior rosin oil is made by treating it with 
slacked lime, and then distilling. Rosin oil is much used 
with lubricating oils for machinery and wagon wheels. It 
has a specific gravity of 0.96 to 0.99 (rosin a density of 
1.07), and if added to linseed oils, as it often is, especially to 
boiled oil, makes their specific gravity greater—the specific 
gravity of linseed oil not being higher than 0.937—boiled oil 
0.941. Specific gravity tests, however, are not of much 
account, because there are lighter oils to put with the heavier 
rosin oil, Rosin oil is free from smeil, even when heated, 
but has a peculiar taste which is not disguised by the linseed 
oil. Put adrop of oil on the back of the tongue with a glass 
rod and taste carefully, avoiding too hasty a decision as to 
what you have got. Rosin oil is remarkable for the nause- 
ous after-taste of rosin produced by it. 

Adulterations.—Light rosin oil, crude, undistilled turpen- 
tine and rosin itself are sometimes used to adulterate turpen- 
tine. ‘“‘The admixtures may be recognized by the altera 
tion in the specific gravity of the oil and by the reaction 
produced on adding 8 drops of stronger ammonia to 90 
cubic centimetres of the turpentine.” The following are the 
results. (They are not very distinctive, but may be of some 
use, especially the specific gravity test): 
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} An emulsion, which rapidly 
| becomes clear; the ammonia 
i separates has a pale 

yellow color. 
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Turpentine oil with 10 ; clear on standing, gives a 
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The Standard Wire Gauge. 





The following is the report of the Committee on Standard 
Wire Gauge. presented to the Master Mechanics’ Association 
at its annual convention: 


Mr. President and Gentlemen of the American Master Me- 
chanics’ Association 





As Chairman of the Committee to whom the duty of in- 
vestigation as to the merits, etc., of the different wire and 
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sheet metal gauges now in use, and also as to the advisability 
of adopting a standard gauge was given, I would respectfully 
state that, after giving the matter my personal attention, and 
having received the ee of opinion of many of the 
larger manufacturers all over this country, 1 have come to 
the conclusion that an American standard wire and sheet 
metal gauge isan actual necessity, and the sooner one is 
adopted the better for both the manufacturers and con- 
sumers. I find that manufacturers have on hand and in use 
different kinds of gauges, all of which are seemingly appreci- 
ated by them, not because of their particular merits, but 
simply for the want of better. 

All with whom I have communicated desire an improve- 
ment. I say, after making the subject a specialty, I am 
fully convinced that for practical use, uniformity and ac- 
curacy, we have no such standard. 

The following correspondence pertinent to the subject, 
which has on application been kindly sent me, will doubtless 
prove interesting and useful to the association: 

Extract from communication of Coleman Sellers, of Phil- 
adelphia, Pa., to me, r as follows: 

“I think that plates should be rated by their thickness in 
inches and the decimal of an inch, conforming as far as — 
sible to the existing division of the inch, by the binary divi- 
sion. Thus «”, %”, 4” plates answer the purpose of the 
trade and the purpose of calculated strength better than the 
expression of the thickness of the spaces in a gauge, which 
spaces must be translated into inches before they can be used 
in computations. When we get below 1-16 inch it may be 
well to have some gauge, but even in this case I am inclined 
to favor the use of the small plate gauge with screw, made 
by Brown & Sharpe, and the expression of all thickness by 
the thousandth of aninch. I do not believe in this thing of 
a gauge founded on a French measure, because I hupe the 
craze for that system is on the decrease, and thut in America 
we will never adopt the French system. I have expressed 
my views on this matter in a paper read before our Associa- 
tion of Mechanical Engineers some years ago. I refer you 
to it for what I think, and I now supplement that paper by 
one which I read before the Americ 1n Society of Mechanical 
Engineers last year, and of which paper I now send by the 
same mail a copy to you torefer to, if you are inclined. [am 
sorry I can do so little to aid vou on this subject, and trust 
that what [ have given you will in some way _ you in 
getting what you want. Please command me if I can an- 
swer any specie questions in the matter.” 


CLEVELAND ROLLING MILL Co., | 
CLEVELAND, OHIO. | 
R. H. Brigys, Esq., M. M. M. & O. R. R.: 

Dear Sir: Your favor of Nov. 22 is at hand. We have 
for the last ten years been in the habit of using what is 
known as the ‘‘ American standard wire guage,” by which 
we draw our wire and roll our sheet and plate. This guage 
we know is used by a large proportion of American manu- 
tacturers, and although we do draw our wire to other 
gauges, which are specified as English gauges (the Birming- 
ham gauge, Brown & Sharpe's gauge, and Stubbs’ gauge), 
still we are in the habit of asking from our customers 
samples of what they require, showing the gauge. 

We would much prefer to have one gauge used by all con- 
sumers in this country, to be known as the **‘ American 
standard wire gange,” but we know of no way, perhaps, by 
wtich this could be brought about except through your as- 
sociation. 

Yours, truly, Ep. 8. Page, Secretary. 


Extract trom Miller, Metcalf & Parkin’s ‘ Treatise on 
Gauges,” also quoted by permission: 

‘**In consequence of the absurdities and a 1omalies exist- 
ing in our present system of gauges, we recommend the inch 
as a unit of measurement. There are in use at the present 
time three standard gauges, as follows : 








Noss London, Stubbs’ Brown & Svarpe’s 
“ss Decimals of 1 inch.| Decimals of Linch.| Decimals of 1 inch. 
| 300 28930 
sy 284 25763 
3 259 22942 
4 238 20131 
5 220 18894 
6 | 203 .16202 
7 .180 14428 
8 .165 .12849 
9 .148 11445 
10 134 .10189 
11 12 09074 
12 .109 -O8081 
1s 095 .07196 
14 .083 083 .064 
15 072 072 0571 
16 .065 065 .05082 
17 .058 058 04525 
18 .049 .049 .04030 
19 .040 042 O3589 
035 035 03196 
2 0315 .032 Of 
22 £0295 028 025347 
23 .027 025 022571 
24 .025 022 .0201 
2 023 02 .0179 
26 0204 .018 .01594 
27 01875 016 014195 
28 0165 Ol4 .012641 
29 015d Ol: .011257 
30 01375 O12 -010025 
31 01225 019 .018928 
32 01125 ‘ .00795 
33 -01025 008 .00708 
34 0095 007 0063 
35 .009 .00561 
36 0075 004 .0U5 
37 .0065 .00445 
38 .00575 .003965 
5 .005 003531 
40 5 .0031 














‘In some cases the difference between two numbers falls 
as low as two-thousandths of an inch, in others it is only 
one-thousandth, ete. 

‘It may be possible to make one gauge to any of these 
standards which shall be so accurate as to defy the de- 
tection of an error; and with the same care it may be possi- 
ble to make a thousand such gauges; but every mechanic 
and every person accustomed to making accurate messure- 
ments of the best work knows that it is simply impossible to 
obtain absolute accuracy in such pieces of work when pro- 
duced in large quantities, and it is imp ssible commercially. 
on account of the cost. Every one knows of the wonderful 
accuracy of the Whitworth gauges, and also their enormous 
price, which makes them almost unsalable. 

_ “In regard to ordinary wire gauges, they are notoriously 
inaccurate, because they cannot be made accurate and be at 
all salable. 

“In a recent case a sample under discussion measured on 
one gauge tight 23, and on the other tight 24, and our cus- 
tomer said it was neither by his gauge. 

* A new gauge in our possessjon bas its No. 23 so much 
larger than its No. 22 that diffeye ean be easily de- 
tected by the naked eye, yet No. cnet bo be two to four 





thousandths smaller than No. 22. If we were to roll No. 23 
by that gauge, how would our customer get what he wanted, 
unless his gauge accidentally contained the same blunder? 

‘‘Another trouble is with the wearing of the gauges, for 
which there is no remedy, and we imagine that no man 
ever throws away a gauge because it is worn out; on 
the contrary, it represents an outlay of several dollars, 
he is used to it, he measures everything by it, and he is nad 
when anything does not measure to suit. A still more 
serious difficulty arises from a very common mode of order- 
ing. We frequently have orders for such a gauge ‘tight,’ 
‘ full,’ or ‘scant,’ ‘ heavy,’ or ‘easy,’ or such a number and 
one-half, for instance, 1534. The latter is terribly confusing 
to a roller; be almost always takes it to mean that it is to be 
thicker than the whole number, and is pretty certain to 
make it 1444 for 1514 if he is not warned beforehand. Then 
in regard to the terms ‘tight,’ ‘easy,’ etc., we have for 
instance, the difference between No. 27 and 28 in the three 
systems, as follows: .00225, .002, .001554, or two hundred 
ard twenty-five hundred thousandths, and fifteen hundred 
and fifty-four millionths. 

‘**How is it possible for a roller to know just bow many 
millionths of an inch another man, whom he never saw, means 
when he says No, 28 ‘full’ or No. 27 ‘easy ? And how is he 
to guess how many thousandths of an inch the other man’s 
gauge is wrong in its make, or how many hundredths it has 
worn in years of steady use? This is no fancy sketch. The 
above are every-day difficulties in this age, when every 
man knows just what he wants and will have uvothing else, 
and yet has no better way of telling his wants than to say 
I want such a gauge ‘ tight’ when probably his gauge differs 
from every other gauge that was ever made. 





** MICROMETER.” 


“There is a very easy and simple way out of this whole 
snarl, and that is to abandon fixed gauges and numbers al- 
together, and use the micrometer sheet metal gauges, which 
mea sure thousandths of an inch very accurately, and even 
a quarter of a thousandth may be neatly measured. 

** They are very simple, so that any boy of ordinary in- 
telligence can be brougit to use one in a very few minutes. 
They have very easy arrangements for readjustment when 
worn, and even when worn considerably they can be used 
accurately, without adju tment, by making allowance for 
the error in reading at the zero line. We find that mechan- 
ics like to work to them, and that there is very little trouble 
to get sheet rolling done to within a thousandth of an inch 
ou tine sizes.” 

I hope, Mr. President and gentlemen, that this matter wi'l 
receive the consideration from this Association that it de- 
serves, and that you will honor yourselves by adopting a 
truly Americsn standard gauge. And in view of that end I 
most respectfully recommend for adoption the micrometer 
gauge, made by the Brown & Sharye Manufacturing Co., 
Providence, R. I.: First, for accuracy in measurement; 
second, for ease of adjustment, and third, for its durability. 
It measures by the thousandths of an inch very accurately, 
is verv simple in construction, special sizes can be made 
suitable for tool work, when so required. I take this means 
of returning thanks for valuable information received on 
above subject to the following-named gentlemen: Coleman 
Sellers, of Philadelphia, Pa.; Ed. 8S. Page, of Cleveland 
Rolling Mill Co.: Miller, Metcalf & Parkin, of Pittsburgh, 
Pa.; S. T. Wilhams, Superintendent Otis Iron & Steel Co., 
Cleveland, O.; Jerome Wheelock, of Worcester; M, N. 
Forney, of the Railroad Gazette, and others. 

Respectfully submitted, R. H. Brices, 
Chairman, 





Railroad Taxation in New Jersey. 

ue following report of the statements of the Comptroller 
of New Jersey to the Committee on Railroad Taxation of 
the Legislature, showing the method of taxing railroad 
property in that state, is given by the. Trenton State 
Gazette: 

Major E. C. Anderson, State Comptroller, testified that 
he had filled the office since April 6, 1880, and has been 
connected with the office for nine years; the state tax on 
railroads is paid directly to the state; under the law of 1876 
the state tax is levied on the road, equipage and appendages; 
the roads exempted by the act are those leased and con- 
trolled by the United Railroads and by them leased to 
the Pennsylvania; prior to the law of 1876 the 
roads were taxed by their special charters: the law of 
1873 is abrogated by the law of 1876; the distinction be- 
tween the two laws is, one provides for a tax on the cost of 
the road and the other on the value; under the act of 1876 
property not immediately used for railroad purposes is ex- 
empt; the question of the ten acres at the termini does not 
enter into state taxation; the railroads make a return each 
year of their cost and increase in value: outside of the 
sworn statements of the company the Comptroller has no 
authority to make any investigation other than a_ personal 
one; they furnish an aggregate but not an itemized account; 
the act authorizes the Comptroller, if he deems it necessary, 
to call together a Board of Railroad Commissioners (con- 
sisting of the Comptroller, the State Treasurer and the 
State Commissicner of Railroad Taxation) to inquire into 
the value; if the board bas good reason to believe that the 
returns have not been made in good faith then it can go 
into an investigation; the Comptroller is empowered to take 
the initiatory steps by calling the board together. Mr. An- 
derson bere submitted a detailed statement of the valuation, 
taxation, etc., of railroad property from 1876 to 1880, 
which is annexed. The Central Railroad is taxed under the 
provisions of the act of 1876; but on their main line they 
bave paid only according to the provisions of their charter; 
there is a question of law pending in the matter; the com- 
pany does not claim that their branch roads come under 
the provision of their charters; they pay tax for those 
under the law of 1876; under the law of 1876 the Comp- 
troller is authorized to bring suit against the railroad com- 





panies in case they fail to pay; the question relative to the 
Central is held in abeyance. 
The following is a copy of Mr. Anderson’s statement: 
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1880. 
RaILROADS. | — 
Valuation., Tax. | Valuation.| Tax 

Blairstown.... .... ...... | $167,020; $835) $167,020) $835 
Bridgtown & Port Nor-| | 

__ Steere | 60,425 ee Daiigieaas 
Cumberland & Maurice} | 

DME. ied tun sires pisde-enle kaon alent adie 30,000 15 
Camden & Atlantic. ....| 1,966,125! 9,830) 1,612,939, 8,064 
Camden, Gloucester & | 

Mt. Ephraim........... 499 44.900 224 
Comins Ti. FT... sssese ese 88,546, 17,709,282 88,546 
Charlotteburg & G. Lake 376 40,000 200 
SA 1,100 224,515) 122 
Del. & B. B..... eee 13,331! 2,508,82: 12,544 
Bk. DRT EE C0 MOF ..n lan osvicsesalocsscess 29,636 148 
Easton & Amboy........ 38,214) 6,999,226; 34,996 
EP eear ea SN Th wnicnenene lt 3s <6-d0b0 
Ferro Monte.... ......... 251 50,309, 251 
Hibernia Mine.... ...... 746 149,263 746 
Hibernia Underground ..|...........).++0.0+. 50,000) 250 
DECOM, Maas cterclecsicesseea rey 211,350) 1,056 
High Bridge.... 492,512, 2,462 492,512 2,462 
HACkOneRe®. .... 0... 020: EIR Pee 44,980 224 
Longwood Valley....... | 203,870' 1,044 08,870 1,044 
Long Branch & Sea Girt. | 56,431 282 56,431 282 
Long Branch & Sea! 

ree ..| 800,925) 1,504 300,925 1,504 


Montclair & Greenwood! 

Lake of - SOGO00) DOB). .....052-+-s]s 000 cee 
. ....|18,656,011, 93,280; 22,870,319) 110,436 
Mays Landing & Egg | 


err | 20,000 100 20,000 100 
Mt. Hope Min’l..... .... 80,000 400 16 .000, 800 
N. Y. & Long Branch...., 1,235,152, 6,175) 1,235,152) 6,175 
N. Egypt & Farmingdale) 132,567 662 132,567 | 66: 
Newark & Bloomfield.... 113,245 566 115,365 576 
ae eee 884,400 4,422 884,4(0' 4,422 
ei ea 285,000 1,425 285, 00 1,425 
N. J. Southerm... ....... 784,135 3,920 784,135 3,920 
Northern of N.J........ 500,000 2,500 347,853 1,739 
N. iS & —— RI Si paranieksuntes knives | Pope Bi 
N. Y.. L. E. Faiet ctanhvedsaives al eeecges 6,272,482 31,362 
Ogden Mine........ see 189,891 949 189,808 949 
Pleasantville & Ocean 

SEER GE RT Baletamas 58,871 294 
Paterson & Ramapo..... 350,000' 1,750 350,000 1,750 
South Branch............ 412,048 2,060 pry 2 — 
eres Ps 400,360 2,01 400.360 200 
NIN 50s iee. nn5000 76,800 384 76,800 384 
Toms River & Ware- 

Dic: capaseun keen 65,000 325 65,COC 325 
i) ener re 350,000, 1,750 350,00¢ | 1,750 
Warwick Valley.... Be Se re ak ooe 65.00( | 325 
WED csn'accemesctotacn 3,150,000, 15,750, 3,150,001; 15,750 
Williamstown. 29,065 145 29,06: | 1 

; 


$69,680, 18: | $344,973 


I 





Roads leased, operated and controlled by the Pennsyl- 
vania Railroad Company: Cost of property, $49,979.431. 
Tax at rate of one-half of 1 per centum, $249,897. Annual 
tax paid, $298,128. 

It will be seen by the above that the aggregate valuation 
of railroad property in the state is $119,659,613, and the 
total tax paid in 1880, $643,101. 


The Canadian Pacific Railway. 

The following stat,,ments concerning the condition ard 
progress of the Canadian Pacific Railway were condensed 
by the Toronto Mail from an elaborate speech by Sir Charles 
Tupper, the Canadian Premier, in the Dominion Parliament, 
a few weeks ago: 

1. The Sault Ste. Marie line is to become, in fact, a part of 
the main line of tne Pacific Railway. ‘bis is effected by 
meaus of a crossing at Sturgeon River, and the construction 
of the line away on from that to Algoma Mills. 

2. The company expect to Jay down tracks on 50 miles 
west of Callendar station. From Algoma Mills, near the 
waters of the lake, a section of 50 miles bas been laid under 
contract, running eastwardly to meet the line beginning at 
Callendar. 

3. The main line of the Pacific Railway as now projected 
will run west from Algoma Mills to witain 2) or 30 miles 
of the Sault Ste. Marie. This location is still under the con- 
sideration of the government. It has some obvious advan- 
tages which cannot be overlooked. 

4. Until this question of the route is settled the govern- 
ment will pay no subsidy on the link of 60 or 70 miles com- 
mon to both the Pacific main line as formerly projected and 
the Sault Ste. Marie line. 

5. It isexpected that the line from Prince Arthur's Landing 
to Winnipeg will be opened in July next for ail practical 
purposes of freight and passenger accommodation, though 
the road will not be actualiv complete in all its appoiut- 
ments. 

6. Tratfic will be taken to the Georgian Bay, thence by 
water to Prince Artbur’s Landing, and tuenze on to Winni- 
peg and beyond by rail, a route through our own terri- 
tory accomplished after long labors and great expense. 

7. Of the 483 miles from Prince Arthur’s ndivg to 
Winnipeg the rails are laid on 401 miles, leaving only 32 
miles more to cover. But the line will not be actually fin- 
ished till next season. 

8. The total expenditure on this section of the road to the 
present time—that js, to the last payment—is $13,224,000, 
and the balance of expenditure wil: not exceed $1,400,000. 

9. The line is now located definitely 470 miles west from 
Winnipeg, and the government does not intend to assent to 
further location till it is seen whether the Kickirg Horse 
Pass is available or not, the evidence so far being in 
— of a change from the hitherto accepted Yellow Head 

‘ass. 

10. The distance of 116 miles west of Winnipeg is now 
under traffic. About 8,000 tons of rails are now on the 
spot, and large quantities are on their way for the purposes 
of tracklaying. 

11. Up tothe present time the company has been paid 
only $1,610,000 and 1,610,000 acres of Jand as their portion 
of the subsidy. 

12. The Pacific Railway Company has, in addition to the 
main line, graded 89 miles of a branch called the Winnipeg 
& Pembina Mountain Branch, runring southwesterly from 
Winnipeg to the border, and in addition to a branch con- 
necting with Emerson, it is expected that 100 miles will be 
under traffic during the present season. 

13. A branch from Brandon is also projected in a south- 
easterly direction 15 miles to Souris and the nce west, in all 
195 miles; and this with the other branch of 225 miles will 
make a total, apparently, of 420 miles of branch lines 
which the company are building withvut subsidy. 

14. The question of the Rocky Mouutain pass is not yet 
settled. The government, in view of the probability of 
another pass being chosen, takes power to adopt it: but in 
the meantime there are only strong probabilities in favor of 
the change. 

15. This change to the Kicking Horse Pass will, if it takes 
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piace, make a saving of 79 miles in the length of the road; 
but us in the case of the change on the eastern section, the 
cost to the company will be increased, not diminished, as 
was said, by the alteration of the route. 

16. Fhe Yale-Kamloops section is progressing very favor- 
ably. It is the most expensive and difficult section of the 
road. The total value of the work done is, so far, $1,979, 
073, The date of completion is July, 1885, and the Minister 
anticipates it will be accomplished witbin that time. 

17. The portion from Emory’s Bar to Port Moody has 
lately been placed under contract at a probable cost of 
$2.486,000, to be finished in Julv, 1885 

18 The estimates of cost of the various sections, and the 
actual cost as now ascertained or estimated. are as follows : 


Present Contract 
, estimate. sum. 
Kaministiquia to Sunshine Creek, 45 miles, 

WONNONR SO RINE... .. - dennihidescdacs 313,20" $293,360 
Sunshine Creek to English River.. ....... 1,417,208 1,037,061 
fnglish River to Eagle River............. 3767.357 =—-2,300,196 
Eacic River to Keewatin....... PO EE a 2,904,153 4,130,707 
Keewatin to Cross Lake.... ........ .... 2,619,585 »844,084 
Cross Lake to Selkirkkc.......cscccocsccsseve 733,602 402,950 

1,192,600 3,746,150 

1,368)870 2.056.950 

PU iii ska. Stan: as | 1,927,090 2,573,640 
| 2,324,u00 2,727,300 

(2,486,000 2,486,000 


19. The actual commercial value of the road when com- 
pleted is stated so concisely by the Minister that we shall 
not attempt to abridge it. He says: ** Now, assuming that 
the 79 miles on the British Columbia line are saved, our o0- 
sition will be this: From Montreal to Port Moody by the 
Canadian Pacific R i'way the distance will be 2.450 miles: 
from New York to Port Moudy via the Canadian -Pacifi 
Roilway and Montreal the distance will be 3.260 miles. 
From New York to Port Moody by the Canadian Pacific 
Railway «nd Brockville, the distance will be 3,140 miles. 
Now the distance from New York toSan Francisco via the 
C ntral 20d Union Pacific railroads is 3,831 miles. As the 
distanc’ from Montreal to Port Moody is only 2.850 miles. 
weesball be able, with our better line, better grades and tree 
dom from the bonded debt under which the Union and Cen 
tral Pacific railroads suffer, to compet2 with the lines to the 
south of us and with the aid of fast st: amers connecting Sar 
Francisco with Victoria. to secure a consideralile portion of 
the trade with San Francisco and the We terp 
States. From Liverpool to Montreal, 2,790 miles: 
from Liverpool to New York, 3,040 miles; from Liver- 
pool to Port Moody via Moutreal & Canadian Pacific Rail- 
way, 6,068; from Liverpool to San Francisco via Unite: 
States roids, the shortest route that could be obtained, 6.830; 
from Liverpool to Yokohama and Japan ria Montreal & 
Canndian Pacific Railway. 10,963: from Liverpool to Yoko- 
hama via San Francisco 12,038. So we shall have a route 
from Liverpool to Port Moody via Montreal and the Canadian 
Pacific Railway 767 miles shorter than via New Yor« and 
San Francisco, showing that so far as through traffic is con- 
eerned, it will be utterly impossible for anv road on this con- 
tinent to begin to compete with the Canadian Pacific. From 
Liverpool to Yokohama via the Canadian Pacific the route 
will be 1,075 miles shorter than ria New York and San 
Francisco. Looking at it a little closer home, Iam glad to 
find the result is such as wi'l be favorably received by the 
House. From Liverpool to Halifax it is 2.480 miles ; from 
Haiifax to Queber, 680 miles; from Quebec to Montreal, 176 
miles; from Montreal to Port Moody, 2,850, or 3,706 from 
sea to sea, from Halifax to Port Moody. Liverp-.ol to Port 
Moody, 6,186 miles; from Liverpool to New York it is 
3,040; New York to San Francisco, 3,790, making a total of 
6,830 miles.” 


Transportation in Congress. 


In the Senate on the 23d: 

Mr. Hawley called up the House bill to accept and ratify 
an agreement with the Shoshone aud Bannock [ncians for 
a sale of a portion of their reservation in Idaho Territory 
required for the use of the Utah & Northern Railroad, and 
to wake the necessary appropriation for carrying out the 
same. A*ter explanations by Mr. Hawley and Mr. Dawes 
that a liberal arrangement had been made with the Indians, 
und-r the auspices of the Interior Department, for the de- 
sired right of way, the bill passed, 

Senate bill creating the Oregon Short Line Railroad 
Company in Utab, Idaho and Wyoming territories, and fur 
othe: purposes, was then passed. 

In the House on the 23d: 

Bills were reported from the Committee on the District of 
Columbia, and referre1 to the Committee of the Whole, au- 
thorizing the Washington & Atlantic and the Washington 
& Point Lookout railroad companies to extend their lines 
into the D strict of Columbia. 

In the Senate on the 26th: 

Mr. Gorman introduced a bill to encourage and promote 
telegraphic communication between America and Europe, 
which provides that Robert Garrett, William F. Burns and 
William F. Frick, of Muryland. their assoc’ates, successors 
and assigus, shall bave the right to construct, lay, land and 
maintain a line or lines of telegraph or submarine cables on 
the Atlantic coast of the United Stat:s of Am-rica. to con- 
nect the American and Europern coasts by telegraphic 
lines, wires or submarine cables. provided that no amalga- 
mation, union or sale of cable interests established under 
this sct shall be made to any existing Eurupesn or other 
calle — vies. 

Tn tae House on the 26th: 

Bills were passed authorizing the Washington & Atlantic 
and the Washington City & Point Lookout railroad com- 
panies to extend their roads into the District of Columbia. 

sateen 





THE SCRAPHEAP, 


The Wootten Dirt Burning Locomotives. 

The advantag-s claimed for the engines with the Wootten 
fire-b»x are thus set forth by the Philadelpbia Record : 

“The order recently placed with the Baldwin Works by 
the Philadelphia & Reading Railroa 1 Company calls fur 100 
locomotives of the consolidation pittern with ‘Vootten fire- 
boxes. The whole order, deliverable in instalments, will be 
completed by Jan. 1, 1884. A test hasbeen made of thesa 








locomotive’ which has fully satisfied the management of the 
ec »no ny to be obtained by their adoption, and all stationary | 
enzines and locomotives built hereatter by them will be of | 
th’s pattern. The comoany now has 85 of them in use, and 
areport just made upon their work shows that for the six 
months ending May 31 of the current year their use resulted 
in a direct saving to the company in fue! of $91,500. and 
that, although the tons hauled one mile durivg the sime 
period exceed th» performance f the corresponding period 
of last vear to the extent of 66,009,000 tons, or about 15 
per cent , yet the cost of the fuel used bv all e-gines for the 
six mooths ending May 3L has been $51.009 less than for 
the period last yer. The saving incost of transporting 100 
tons one mile during tie six months ending May 31, 1882, 
compued sith the same period in 1879, when there was no 
consolidated engines in service, was 17.5 percent. It is 
estimated that next year the saving in fuel will be over 


$150,000, as the 50 consolidation engines now being built at 
the Baldwin Works, and deliverable by December next, will 
then be in service.” 


Operatic, 

It is stated that a railroad brakeman has become an oper- 
atic singer, and has been engaged for next season at a 
week. He won’t have to learn the Italian langnage, you 


see. He has merely got to speak his lines as he does the 
names of stations, and everybody will think he is speaking 
Italian.— Boston Post. 

On the International train that left for San Antonio a 
few deys since, there was a darkey who kept sticking bis 
head out of the car window. ‘‘Keep vour head inside,” 
said the conductor, angnily. ‘‘ Whaffer?7’ ‘For fear you 
will dem»ge some of the iron work on the bridge, you fool.” 
—Texas Siftings. 

There is one man on the Spruce-Pine streets route who 
does not like the recent reduction in ear fares. He now only 
saves five cents when he walks down in the morning, while 
formerly he saved six. You can’t please everybody in this 
world.—Philadelphia Bulletin, 

The Winni-immet Ferry Co., of Massachusetts, points with 
pride to its record as tbe oldest transportation company on 
this continent and possibly in the world. It was organized 
in 1632, just 250 years ago, and bas had an uninterrup.ed 
corporate existence ever since. Old age has not affected its 
vigor, for it is still said to be enterprising and active, em- 
ploying ferrytoats somewhat different in pattern from those 
with which its ferry was first started. 


Profits of a Syndicate. 


The syndicate » hich purchased the Buffalo, New York & 
Philadelphia Railroad and the narrow-gauge roads in the 
») country has, according to the Philadelphia Press, closed 
up its accounts, and the bankers, J. & W. Seligman & Co., 
ire almost ready to settle with the subscribers, The Press 
says: 

“The project at first promised to be vastly more profit- 
ible than it 1s now in the present condition of the market, 

ut there is little reason to doubt that it will repay hand- 
omely those-who hoid their stoek. The preject was first 
suggested by some capitalists, largely interested in the Buf- 
falo, Pittsburg & Western, who appreciated the necessity 
o0f more feeders in tbe oil regions and tbe importance of 
having better terminal facilities in Buffa'o than the Buffalo, 
Pittsburg & Western could afford to purchase. The city o1 
Buffalo bad « bat was practically a controlling interest in 
tbe Buffalo, New York & Philade'phia. Were it not for 
‘his the Pennsylvania would long before have gob!led it up 
for a Buffalo outlet over its Ph ladelphia & Erie Division, 
with which it c:nnects at Emporium. But the Evie has 
ilways a bold upon Buffalo strong enough to keep the Pena- 
ylvania out, and when negotiations were opened for the 
sale of the city’s stock it was stipulated that under no cir- 
sumstances should the Penvsylvania be allowed any hardiv 
t. This wis readily promised, and the finance committee 
‘f the council recommended that the city accept par for its 
-tuck. The controlling interest outside of tbe city in this 
road also owned some narrow-gauge roads in the oil region 
which were important as feeders. 

‘The syndicate then secured the assistance of J & W. 
Seligman & Co., of New York, who had a large interest in 
the Buffalo, Pittsburgh & Western, and subscriptions were 
invited for the amount of money necessary to buy all these 
properties. The scheme involved the parchase of the entire 
property and franchises of the following corporations: 





ross Net 

, Capital. Debt. earnings. earnings. 

BLN. ¥.& P.......$2,343.100 $4,475,699 $1,142,214 $507,718 
Si =| ++. 250,000 10,673 160,773 73,624 
K.&E... 150,000 18,006 169,344 90,638 
O.B.& W --» 150,000 10,983 107,980 41,758 
McK. & B.. --.» 888,200 423,850 73,865 30,776 
‘* The first and last named are the only broad -gauge roads 
in the list. In addition to these corporations the syndicate 


acquired the charter of the Genesee Valley road, which had 
the right to the old canal, and it also acquired all the prop- 
erty of the Buffalo Coal comnany, which was adjacent to 
the Buff.lo, New York & Philadelphia. All these proper- 
ties were bought outright by Messrs. J. & W. Seligman, as 
agent for thes ndicate, the total cost being about $7,000,- 
000. The purchasing syndicate invited subscriptions private- 
ly. They were to have the entire capital stock of the new 
company ($3,500,000 preferred and $3,500,000 common), 
and they were to issue to subscribers 50 per cent. in prefer- 
red and 28 per cent of the common stock, the bankers retain- 
ing the 22 per cent. as their commission. 

‘The balance-sheet, showing the operations of the syndi- 
cate, shows that six installments on the total subscriptions 
were called in, and the fiscal agents charge thems Ives with 
$4, 200,000 cash, and $7,000,000 first mortgage 6 per cent. 
gold bonds at 95. They have acquir2d the properties for 
sometbing less than $7,000,000, and now propose to pay 
back the entire subscription, less 5 per cent. discount on the 
bonds. But as they have only negotiated about half of the 
loan the bankers ask for time in which to dispose of the 
whole amount unless the subscribers prefer to take the 
remainder at 95 in lieu of cash. In any case, the sub- 
scribers «ill receive 50 per cent. in Buffalo, New York & 
Po:ladelphia preferred stock, and 27 per cent. in com non 
for about 10 per cent. paid in cash, and the loss of interest 
on their subscriptious.” 


The Fast Boston-New York Express. 


A trainof new cars for the fast New York express line 
has just been completed at the Allston shops of the Bos- 
ton & Albany Railroad under the supervision of Mr. F. D. 
Adams, the Muster Car-Builder. The train consists of a 
bag zage car, smoker, two passenger coaches and two parlor 
cars, and will be drawn by a new engine also built by the 
Bos on & Albany Co, The exterior of the cars is painted 
olive, and the marking is im plain but handsome letters. 
The interior finish of the smoker is mahogany ; of the coaches 
and drawing-rooms, ash and cherry, with bronze trimmings, 
racks and lamp fixtures. The seats in the smoker are of 
rattan; in the coaches of dark drab leather, and in the draw- 
ing-room cars of rattan with dark drab leather cushions 
and head-rests. The cars are lighted by full-length win- 
dows, which are provided with spring-roller shades. There 
are eizht lamps in each car in handsomely ornamented 
chandeliers. The floor of the drawing-room cars is covered 
with Wilton carpeting, anda strip of carnetis laid in the 
aisles of the passenger coaches. The whole effect of the in- 


terior finish and furvishing «f the cars is light, airy and | 


pl-asing tothe eve. There are 33 seats in each drawing- 
room car and 68 in the others. One of the novelties in ar- 
rangement of the drawing-room is that the whole car, ex- 
cept, of course, the saloon, wash-room and stove-room, is in 
one open apartment. Instead of the ordinary compart- 
ment there are four seats. similar to those in a sleeper, at 
one corner of the car. These are for the convenience of a 
card purty, or party of friends who may wish to sit close 
togetber. They can also be turned into a bed, the bedding 
b ing always kept ready, and shut out from the rest of the 
car by heavy draperies, so that a sick person can be carried 
comfortably and in seclusion. weight of each car is 
about 2234 tons, Tae body being 


27,000 pounds, the great weight is near the rail, thus adding 
to the element of safety. The pair of trucks weigh, in 
round numbers, 18,000 pounds. The wheels are of paper, 
42 in. in diameter. which is 9 in. more than the standard. 
The journals are 3% in. in diameter and 7 in. ne. The 
engine was built under the supervision of Mr. A. B. Under- 
hill, Superintendent of Motive Power. The boiler is made 
of s eel, ,i; in. thick, instead of *-in. iron, which is com- 
monly put into locomotives. There are 221 tubes instead of 
160, the usual number. The boiler is tested at 400 pounds 
of steam, a.:d will be run at 160 pounds’ pressure. The 
train is equipped with the Westinghouse automatic brake. 
In the construction of the cars and engine the very best 
raaterials have been used throughout, and the most approved 
mechanical devices for securing safety, comfort an 

have been introduced. 

The new train will leave Boston for new York on Monday 
next at 11 9. m.,and on alternate dsys thereafter. The 
New York, New Haven & Hartford ilroad Co. is nuw 
building cars for the opposite train. During the past 15 
years the Boston & Albany Railroad Co. has built all its 
own engines, and for ten years longer than that all its own 
cars.— Boston Advertiser, June 24, 


Train Telegraphing. 


The method of train telegraphing invented by Capt. C. 
W. Williams, U.S. A., was recently given a practical trial 
on the Atlanta & Charlotte Air Line. The invention is de- 
scribed by the Atlanta Constitution of June 21, as follows: 
** A line of telegraph wire, broken at suitable intervals, is 
laid within or be:ide the railway track, and the disconnected 
ends of the wire are connected with key blocks placed upon 
the cross-ties. thus forming a continuous telegraph line or 
circuit over the entire length f the track operated upon. 
The key blo ks have exposed upon their surface two netal- 
lic rollers which form part of the circuit, but which by de- 
pression disconnect and break the circuit. In other words 
while the rollers of the key blocks are in their normal po- 
siti there is a complete circuit over the whole line: but if 
any one of them be depressed the circuit at that point is 
broken. The second part of the device consists of an electric 
k.-y-hoard or sboe suspended beneath a car at such beight 
that as the car passes ver the track it will rest upon and 
depress the rollers of the key blocks. This shoe also has 
upon it metal strins of sucb jength that as the car moves 
along they shall at al] times touch upen the rollers of ove or 
the other of the blocks, and is also connected by wires with 
a telegraph instrument in the cars. 

“The modus operandi is then as follows: Tbe shoe touch- 
ing upon the rollers and d+ pressing them breaks the main 
ine circuit which then flows into one of the metal strps of 
the shoe. therce over one of the wires into the car, thrcugh 
the instrument down the second wire to the second metal 
shoe plate, from there to the second roller, and then on 
again down the main line. It will thus be seen that there is 
no actual lresking of the electric circuit, but merely a de- 
flection of the current through the telegraph car with pre- 
visely the same effect as a current is passed through a tele- 
graph office. The results of such an operation are manifest. 
The car upon the track becomcs a telegraph office, may re- 
ceive or send messages, and may communicete with other 
trains or outside telegraph offices. Thus, the train dis- 
patcher of a railway may be in constant communicaticn 
with every train upon bis road—ready to move them at any 
instant. Trains may commuuicate with each other and 
learn at any instant of time the exact position each occu- 

ies.” 

‘ The test is described by the same paper as follows : “At 
the trial on Monday everything was in perfect condition. 
On arrival of the afternoon train from Atlanta a car was 
found at the junction with the shoe attachmert as above 
described, and a locomotive with steam up ready to take the 
party, which consisted of representatives of the press ard 
several railroad officials; among the latter Mr. Williams, 
Supervisor of Track of the Richmond & Danville Railroad; 
Mr. Payne, Master Bridge-Builder; Mr. Harralson, operator 
at Toccoa. The telegraph line was found almost a quarier 
of a mile from the junction. The key blocks were laid at 
intervals of about 40 ft. on wires stretched between, The 
distance covered was about 200 yards. 

‘* After examining the blocks the party returned to the 
car and steamed upon and down the track. It was found 
that as the slide struck the first block the instrument in the 
car clicked its announcement of going into circutt, and thus 
remained steadily with its lever drawn down to the magnet, 
only losing circuit as the slide left the last block, thus estab- 
lishing the continuity of the circuit. The next test applied 
was the sending of a message from the moving train. full 
head of steam was put on, and a run back for a s‘art taken, 
so that as the blocks were reached a speed of fully 25 miles 
an hour was obtained. Click went the instrument, and then 
Mr. Harrison, without interruption, rattled off a m 
which was communicated toa second instrument without 
the car. Next the test was applied of a train slow in motion, 
and then of a train standing still, all of which were equally 
satisfactory, and at last a message was sent ivto the car in 
motion from the instrument upon the ground. This was the 
crowning test, and its successful result met with hearty ap- 
plause from the onlookers. : 

‘‘Tt was the opinion of all who witnessed the test that the 
complete practicability of the invention was proven. Mr. 
Harrulson said bis instrument was as fully under hiscontrol 
while the train was moving as though he had it in his cffice. 
Mr. Williams, Track Supervisor, was satisfied that it was 
a practicable device and that it would present 10 serious 
impediment in track-laying, ballasting or repairing.” 

A New Crossing. 

D. Foley, Road-Master of the Belt, by a novel contrivance 
has made a solid and safe crossing over the Cincinnati, 
Indianapolis, St. Louis & Chicago, southeast of the c.ty 
where much difficulty has been experienced. The ties have . 
been re;,laced by four heavy stringers. Upon the stringers 
urder each rail has been placed a sound mece of india-rub- 
ber and becwween the rail and rubber a piece of sheet-iron. 
The crossing is said to be the easiest about the city, causes 
less wear and tear, and promises to wear well.—Indianap- 
olis News, 

A Model Car. 
The Wason Manufacturing Co. of Brightwood have on 


exhibition in the window of Graves & Wallace’s hardware 
store the model of the freight cars which they furnish the 





| 


1ebec, Ottawa & New England Air Line, that is very 
mes of a curiosity in its way. It is just one-eighth the 
size of the regular cars, being 50}, incnes long, 18% high 
and 13 wide. It lacks rothing belonging to a car, a.wnough 
separate patterns had to be made for all the details of 
the iron-work. It is made with such accuracy on & scale of 
11% inches to the foot that ail the sheatbivg and the blocks 
of tin on the roof are to conform in size to one-eighth of 
what is called for on the regular cars. It took oue man 
three months to make the model, and he had help from 
others, and it cost between $300 and $400, It will Le 
placed in the Boston office of tbe Southeastern Line to call 
attention to that route. Tbe manufacturers have taken un- 
usual pains with it to show their capacity for accurate 


comparatively light, , work.—-Springfield (Mass.) Republican. 
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EDITORIAL ANNOUNCEMENTS. 

Addresees.—Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpiTroR RAILROAD GAZETTE. 











C ontributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events wx take place 
under their observation, such as changes in railr offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
poceey, annual reports, some notice of all of which will 
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Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


“THE WESTERN VANDERBILT ROADS. 





The directors of the Lake Shore & Michigan South- 
ern and the Michigan Central railroads last Tuesday 
issued their usual statements of the result 
of the business of the first half of the year. 
This and the previous half-year make an entire year 
during which the earnings of these roads were greatly 
affected by the trunk-line railroad war, which may be 
said to have begun June 17 last year. The rates on 
west-bound freight were greatly reduced by this war 
for eleven months of the year; the rates on east- 
bound for eight months, but probably four-fifths of 
the east-bound traffic of the year was carried in the 
eight months; the passenger rates suffered about six 
months, All through traffic was large, except for the 
last three or four months, when east-bound freight 
was much less than for two years previously. The 
comparisons are with a year of exceptionally large 
traffic and earnings, though in the first half of 1881 
earnings were somewhat less and expenses much 
greater than in the corresponding half of 1580, the 
latter having been an exceptionally prosperous year. 
But the chief difference between the business of the 
two years was caused by the railroad war, and this 
makes the comparisons unusually interesting. 

THE LAKE SHORE, 

The report gives the following figures for the Lake 
Shore & Michigan Southern during the first half of 
the vear: 

1882. 


1881. Inc. or Dec. 




















P.c 
Gross earnings... ..$8,026,200 $8,954,926 Dec. $928.726 104 
Expenses........... 5,403,791 5,285,164 Ine. 118,627 2.2 
Net earnings... .$2,622,409 $3,669,762 Dec. $1,047,353 28.5 
Fixed charges..... 1,500,000 = 1,362,000 Ine. 138,000 10.1 
Balance.......... $1,122,409 $2,307,762 Dec. $1,185,353 51.3 


Everything has conspired to lessen the gtock- 
holders’ income—uwiuch smaller receipts, and larger 
expenses and fixed charges. The result is that their 
profits—the sum remaining after paying interest. 
rentals and dividends on the small amount of guar- 
anteed stock—is less than half as great as in the first 
half of last year. It was then equivalent to $4.66 
cents per share of stock: this year but $2.27 
share. 

The earnings, expenses and surplus over the fixed 
charges in the first half of the year for the last six 
years have been as follows : 


per 


Lake Shore & Michigan Southern—Earnings und 


Expenses 
January to June. 






Surplus 

over 

Net fixed 
Expenses. earnings. charges. 
$4,628,119 $1,833.047 $445,247 
4,169,574 2,426,518 1,067,518 
4,217,921 2,720,561 1,370 561 
5,019,384 4,053,609 2,673,616 
§,285.164 3 669,762 2,307,762 

5,403,791 2,622,409 





We see thus that the stockholders’ income is smaller 
than in any corresponding half-year since 1878, and 
almost as small asin that year. It is 18 per cent. less 
‘than in 1879, and no less than 58 per cent. less than in 
1880, when it amounted to $5.40 per share. 

Though the report shows the profits for the last half 
year to have been but $2.27 per share, the company 
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has determined to pay $4, the same as in 1880 and 
1881, when they were earned in the half year. 

The amount thus divided is thus $856,251 more than 
the profit of the half-year. The directors justify this 
because the dividends of the preceding four years had 
been $2,620,000 less than the profits, besides large sums 
paid for additions to equipment which were charged 
to expenses. Doubtless, the shareholders are entitled 
to all the profits the company has made, whether 
made this year or earlier, but to pay a dividend when 
the money is no longer available is dangerous policy. 
It can only be done by borrowing money, and thus in- 
creasing the charges against net earnings. The accu- 
mulated surplus of previous years is not represented 
by money in bank or other cash assets, but chiefly by 
additions to the property not charged to capital account. 
The dividend is made on the theory that on the average 
the property is and will remain able to pay as much 
hereafter; but it is not safe to count so confidently on 
the future. The prospects for the near future are 
favorable, it is true, and we do not think that the new 
lines about to be completed are likely to greatly affect 
the profits of the Lake Shore simply by the amount of 
traffic they will divert: but who will guarantee us 
against another railroad war? Last year’s experience 
shows plainly enough what the Lake Shore can suffer 
in such a contest; its net earnings in the year since 
the war began having been $2,131,093 less than the 
year before—equal to $4.31 per share of stock. There 
is still such uncertainty as to the future course of 
railroad profits that a dividend payment greater than 
the current rate of profits is likely to cause embarrass- 
ment thereafter, should there be no increase in the 
profits. There is too much disposition in this country 
to regard railroad shares as if they were something 
like a bond, entitling the holder to some definite 
amount yearly. But a share in a business enterprise 
liable to fluctuation in profits cannot by any system 
of financing be made to insure an income regular in 
amount, and the efforts to make it do so often result 
simply in increasing the difference between the high- 
est and the lowest rate of dividends, 

The course of the earnings and expenses of 
company for different periods of the railroad war 
fer corresponding periods of the year previous 
been : 


this 
and 
has 


3 mos. July to Sept.; 1881-82, 


L 1880-81 I 
Gross earnings $4,430,573 


ic, or Dec. 
$4,799,596 I 023 


I 
ry 








Expenses 2.956.564 2,689,724 I. 266840 9.9 
Net earnings, $1,474,009 $2,109,872 D. $635,863 30.1 
3 mos. Oct. to Dec.; 

Gross earnings 4,569,427 4,876,865 D. 307 438 6.3 

Expenses..... .... 2,849,436 2,708,997 I. 140,439 5.2 
Net earnings ....$1,.719,991 $2,167,868 D. $447,877 20.7 
6 mos. Jan. to June: 

Gross earnings 8,026,200 x D. 928.726 10.4 

Expenses . 5,403,791 s) z 118,627 2.2 
Net earnings... $2,622,409 $3,669,762 D.$1.047.353 28.5 
Year to June 30: 

Gross earnings. . .$17,026,200 16,631.387 D. $1,605,187 8.6 

Expenses 11,209,791 10,683,885 I. 525,906 4.9 
Net earnings... $5,816,409 $7,947,502 D. $2,131,093 26.8 


The decrease in gross earnings during this year of 
railroad war was thus about $3.25 per share; it was 
suffered in spite of a considerable increase in traffic 
doubtless, it having been only during the past three or 
four months that the east-bound freight traffic has 
been much lighter than last year. The increase in ex- 
penses has been small compared with the increase on 
some other roads (especially the Pennsylvania): but 
the two together make the very large decrease of 26.8 
per cent. in the net earnings. The decrease in earn- 
ings was largest in the last six months, and smallest 
in the last quarter of 1881. The increase in expenses 
was largest in the first quarter after the railroad war 
broke out, and was very small in the first half of this 
year, during five months of which the Pennsylvania 
Railroad’s expenses increased no less than 16 per cent. 
The decrease in net earnings, which was 30 per cent, 
in the first quarter of the year under consideration. 
was but 20.7 in the second quarter, and 28.5 in the 
Jast half. 

THE MICHIGAN CENTRAL. 

The report for the Michigan Central gives the fol- 

lowing figures for the half-year : 


1882. 


: 1881 Inc.or Dec. P.e. 
Gross earnings... $4,177.500 $4,340,000 D. $162,500 3.7 
Expenses . 3.250,000 5,045,000 I. 205,000 6.7 








$1,295,000 D. $367.500 
853,000 I. 47,000 


$442,000 


Net earnings $927 
Interest and rentals .. 900,600 


$27,500 





Balance... D. $414,500 

The decrease in gross earnings is not great—much 
less than on the Lake Shore—but the increase in ex- 
penses is larger (proportionally), and the decrease in 
net earnings is enormous, as on the Lake Shore. This 
decrease in net earnings is made more formidable by 
the increase in fixed charges, and the surplus over in- 
terest and rentals has almost disappeared, amounting 
to but 15 cents per share, against $2.35 last year, and 
| $4.60 in 1880. Of course, no dividend is made. The 
| earnings, expenses and surplus over fixed charges of 
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the road during the first half of the year for five suc- 
cessive years have been : 


~~ ein Expenses and Profits of Michigan Central Rail- 
road; 





Gross Netw 
Year earnings. Expenses. earnings. Surplus. 
Pas. adenns $3,210,071 $2,275,752 $934,319 $124,334 
1879..... 3.341 ,000 35,000 1,196,000 * 
er 4,621,000 2,921,000 1,700,000 860,000 
ESR 4,340 ,0U0 3.045,000 1.295,000 442,090 
Pek dads tan 4,177,500 3,250,000 927,500 27,509 


The gross earnings this year were 94 per cent. less 
than in 1889, but much larger than in previous years. 
The expenses are larger than in any previous year. 
The net earnings are less than in 1878 even; and the 
surplus, or stockholder’s profits, very much less than 
in any previous year and not one-thirtieth of what it 
was in 1880. The company, in fact, barely earned its 
fixed charges in the last half-year. 

In the last half of 1881 this road reported a small 
increase in gross earnings and an enormous increase 
(314 per cent.) in expenses, resulting in a decrease of 
46 per cent. in net earnings. There wasan increase in 
fixed charges, and the profit per share fell from $4.89 
to 26 cents. For the year ending with June, which 
includes nearly the whole of the railroad war, the 
figures are: 





1881-82. 1880-81. Inc. or Dec. P. c. 
Gross earnings. ....$8,773,500 $8,804,749 Dec. $31,249 0.4 
Expenses........... 5,862,751 Inc. 1,094,249 18.7 





Net earnings $1,816,500 $2,941,898 


Dec. $1,125,498 38.3 

Fixed charges.... .. 1,740,000 1,599,410 Ine. 140,590 8.8 
Surplus... ....... $76,500 $1,342,588 Dec. $1,266,080 94.3 
Per share.... 41 cts. $9.49 $9.08 94.3 


The surplus is entirely insignificant, and for a year as 
wellas the last half year the company has barely 
earned its fixed charges—doubtless chiefly due to the 
railroad war, though there must have been some re- 
duction in profits without it. 

THE CANADA SOUTHERN. 

The Canada Southern is conspicuous by its absence 
this year. In 1880 its surplus over fixed charges in 
the first half of the year was $3.42 per share, in 1881 
it was 98 cents, and in the last half of 1881 there was 
a deficit equal to 85 cents per share. In the first half 
of this year its net earnings must have been less than 
in the previous half-year, as was the case on the other 
two roads, so that the story which the directors have 
kept to themselves it could not be at all agreeable for 
the Canada Southern stockholders to hear. 

Of the results on all these roads it may be said that 
they are very good to improve upon, and also that the 
coming year can hardly fail to show a great improve- 
ment, which it may do without being very favorable. 


THE NEW YORK STRIKE. 

The strike of the men employed in handling freight 
in New York, which began some time ago, but had 
little effect until last week, has lasted longer, and be- 
come mote extensive and more troublesome in its effects 
than any one imagined at the beginning, and seems 
to have secured the sympathy of the public to an un- 
usual degree, if we may judge by the tone of the news- 
papers. Yet there has scarcely ever been a case where 
there was better cause of complaint of the method of 
the strikers in beginning their movement, and the in- 
dications are that they were getting the full market 
rate for services such as they perform. 

In this case the men did not demand higher wages 
and strike because their demand was refused, but they 
struck first and then demanded higher wages as a con- 
dition of returning to work. 

The expression of sympathy with the strikers is 
doubtless chiefly due to the fact that great inconven- 
ience is caused by the interruption of traffic, and it 
seems a very easy and cheap remedy to grant an ad- 
vacce of three cents an hour (which seems much less 
than the 30 cents a day that it amounts to); but is also 
partly due to experience of an increase in the cost of 
living within the past year. Every one who lives in 
the city of New York, where the enormous cost of 
land and the high rents resulting therefrom not only 
increase the cost of lodgings. but of all supplies, can 
hardly help feeling sympathy with men whose earn- 
ings are but 17 cents an hour. Still, this does not 
settle the question as to the rate of wages. These 
wages are somewhat above the rate for common 
labor in New York, if the men work ten hours a day, 
and doubtless much higher than the average rate of 
wages in this country for such services as the freight 
men perform. 

And the rate of wages in this and similar employ- 
ments (requiring the least skill) is settled by compe- 
tition more quickly and certainly than in most skilled 
employments. There is an enormous market for such 
labor in hundreds of kinds of business. The railroads 
have to meet the competition not only of each other, 
but of all other employers of common labor. If they 
do not pay the full market rate, they will lose their 
men, one by one, as they can better themselves else- 
where, and they will, not be able to fill their places with 
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AUSTRIAN PASSENGER 


Constructed at the Locomotiv-fabrik Wiener-Neustadt ( 
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equally effective men. This operation of supply and 
demand is much more rapid here than in higher 
employments in which the number of places and the 
number of workmen are limited, and it takes a long 
time to train the latter. Let us suppose that some 
peculiar business employs 40 men all told, for the 
country or the world, and that it takes a five years’ 
apprenticeship to train these men for their work. We 
can imagine that if employers in this business should 
act together, they might for a considerable time force 
their employés to accept less than the rate of wages 
current for employments of the kind—requiring a 
similar degreee of skill, and otherwise as desirable ; 
because the only other employment left to this class 
would be common labor. And, on the other hand, we 
can imagine that the employés by acting together at a 
favorable season could compel their employers to pay 
them more than the current rate of wages for a con- 
siderable time, because without these particular 40 
men they could not for years prosecute their business 
at all. But common labor is removed the furthest 
possible from this condition of things ; the employers 
havea vast army of laborers to draw upon, and the 
laborers an army of employers to resort to. 


If there is an abundant supply of such labor as the 
freightmen do at the wages they have been receiving 
—if there are many men who will better themselves 
by taking the work at these wages—the wages should 
not be advanced—that is, the railroad companies 
should not alter the rate of wages determined by the 
circumstances of the country asa whole—the aggre- 
gate supply of and demand for labor—for one little 
group of their own employés. An advance in the cost 
of living does not by itself determine. Towards the 
close of periods of great prosperity and overtrading 
the cost of living always advances, while at the same 
time the ability to employ and to pay wages is les- 
sened. The poor laborer is pressed in both directions: 
it is hard to get work and it costs a great deal to live. 
At such times the end generally is a collapse, after 
astruggle. Wages fall, or employment ceases, and 
then prices follow. It is not probable that we have 
got to that pass now, however. 

Just at this time the railroad companies are less able 
to pay as the workmen need more pay. There has 
been a great falling off in important branches of 
traffic, and the railroads have been receiving unusually 
low prices for their services at the time when their 
employés have to pay more for rents and meat, and 
would like better pay for their services. As we show 
elsewhere this week, the profits of the Pennsylvania 
Railroad Company during the first five months of this 
year were $2,566,000 less than last year, and we be- 
lieve that there can be little doubt that trunk 
lines further north have suffered more in proportion. 
The profits of the Lake Shore road were $2.27 a share 
in the first half of this year, against $4.66 in the cor- 
responding half of last year; the Michigan Central but 
15 cents this year, against $2.36 last. But it is just as 
erroneous to suppose that the wages of the employés 
must be put down or kept down by reason of the re- 
duced profits of the railroads as to suppose that they 
must be advanced because of the increased expenses 
of the men. The railroads must pay the current rate 
of wages for labor even if they do not make a dollar 
of profit from one year’s end to another, and they 
must do this for their unskilled labor, which can find 
employment wherever such labor is required, even 
more than for their skilled labor (such as enginemen). 
which finds employment only on railroads. It is the 
general demand of the country for labor of the kind 
the freight men are qualified to perform which will 
determine their wages. 

If the railroads are able to findand to keep plenty of 
men at the old wages capable of doing their work, 
they cannot be expected to advance them. At the 
present writing it seems that they are having great 
difficulty in doing this, but the question cannot be 
tested in a few days. Wecall the men who load and 
unload freight ‘‘ unskilled laborers,” and so in the or- 
dinary acceptation of the term they are. But there is 
scarcely any employment so simple that a man cannot 
do it much more effectively after two weeks’ practice 
than on the first day’s trial, and especially is this true 
of work done by a _ gang of men. They 
get into each other’s way and create con- 
fusion until they have learned their places and the 
order in which work should be attacked. If the work 
of a freight-house has been done by 40 men, and these 
men can learn their business thoroughly in ten days, 
but on the first day can do but a quarter as much work 
as on the tenth, business may be as much obstructed 
during the first few days as if the work required an 
apprenticeship of ten years instead of ten days. The 
truth is, these workmen, and nearly all workmen, are 

really ‘skilled laborers,” only the necessary skill is so 
easily and quickly acquired that it gives them very 


little advantage in wages over the rawest laborer who 
has sufficient strength. 

The circumstances of the country at this time are 
not such as to make it probable that there can be a 
general advance of wages now; though it would 
require a- more extended and minute acquaintance 
with all kinds of business than any one man com- 
mands to enable one to affirm this of all classes of 
workmen. In New York city the men in the building 
trades have secured unusually high wages this year, 
and this has a great effect on the demand for com- 
mon labor. But in the country generally the demand 
seems not so active as it was a year ago and fora 
year or more previously. Wages were generally 
settled by the demand in 1880 and the first half of 
1881, which was extraordinary ; since that time there 
has been, in many industries at least, a less pressing 
demand for labor, while the supply by immigration 
has somewhat increased. Certainly the profits of 
most industries are less than they were, and this is 
likely to prevent their expansion at the rate common 
in 1880 and last year. We. shall not see this year, as 
we did last, an increase of 20 per cent. in the 
capacity of the Bessemer works or so great an addition 
to the blast furnaces, the rolling mills, the flour mills, 
the saw mills, ete. Still, this alone does not deter- 
mine the present demand. The new enterprises un- 
dertaken during the past few years, like the 9,500 
miles or so of railroad built in 1881, have to be 
manned, whether they return 25 per cent. oF 
1 per cent. on the investment. Many of them 
have but recently been completed, and to supply 
these makes a more or less effective demand on the 
available force of laborers. There does not seem to be 
any general lack of employment in the country at 
large. The enormous numbers of immigrants arriving 
are absorbed, and there is no complaint that they have 
trouble in finding work. It will be a very bad sign 
indeed if when profits are falling off wages rise, but it 
will be an inevitable result of an over-expansion of 
industries other than agricultural, and employers will 
have to submit, it being, indeed, one of the chief pre- 
ventives of further over-expansion. If there is such 
an advance in wages, it will be fair notice to take in 
sail and look out for an approaching storm. 

The cost to the railroad companies of advancing the 
wages of the New York freight men from 17 to 20 
cents an hour cannot be a large amount. The public 
annoyance by the interruption of shipments is great, 
and of the kind which the railroads need to take special 
pains to avoid. But, aside from the objections which 
the companies have to the method of the strikers, who 
strike first and then ask for higher wages, they see a 
vast army of their other employés whose wages are 
even lower than those of the freight men, and whose 
demands for higher wages in the face of smaller profits 
would be a very serious matter. If the freight men 
have their wages advanced, the trackmen, switchmen, 
brakemen and other employés will feel that they also 
are entitled to higher wages. They, too, are paying 
higher prices for flour and meat, and some of them, 
probably, have less steady employment than a year 
ago, because of the lighter traffic. And if labor is 
really scarce, these men will certainly get higher 
wages if they insist on it, whatever may be the profits 
of the railroads. Indeed, such of them as have skill 
which requires long training could probably get 
more than the average rate of wages in sim- 
ilar callings, because the extension of railroads 
has gone on with unusual rapidity, and the 
new roads, whether profitable or not, re- 
quire men. It does not appear, however, that there 
is any dissatisfaction among the skilled employés, 
such as enginemen and conductors—those who re- 
ceive the higher rates of wages. The increase in the 
cost of living so far has been confined chiefly to food, 
and in a few large cities to rents; and, though food 
absorbs a very large proportion of the income of the man 
working for $1.25 a day, it takes a much smaller one of 
the income of the man who gets $2.50 or $3 or more. 

The present indications are thatthe freight men will 
not succeed in their strike, and that there is more 
likely to be some advance to the switchmen and track- 
men working for lower wages who have not struck. 
There has rarely been a time when the trunk lines 
have felt less able to advance wages than now. but 
their prosperity has little to do with the question. 








Pennsylvania Railroad Earnings and Expenses. 


The report of the earnings and expenses of the Penn- 
sylvania Railroad (all lines east of Pittsburgh and Erie) 
in May is surprisingly favorable, and this not, as from 
some rumors might be expected, through sudden cut- 
ting down of expenses, which were nearly equal to the 
average very high expenses of the four previous 
months of this year, but through an unusually large 





increase in gross earnings. This is the more remark- 


able because the earnings in May last year were larger 
than in any other month of the year, and indeed 
larger than in any previous month since October, 
1876, when they were enormously swelled by the Cen- 
tennial travel. The earnings of last May, however, 
were greater than these, and greater than ever before 
in the history of the road. The largest heretofore 
were $4,039,196 in September, 1873 (the panic month, 
be it remembered), and $4,004,429 in October, 1876, 
while last May the figures are $4,108,877. 

This is most conclusive evidence of the strength of 
the local business of this road; for, the month was 
one of very small earnings from through traffic. The 
west-bound freight was very large, it is true, but the 
rates were less than half last year’s rates, and further, 
the Pennsylvania Railroad got very much less than 
its share, the contracts at the beginning of the year 
have been made by the Erie and the New York Cen- 
tral. and having secured to these roads the larger part 
of the business (for which, from the date of the Janu- 
ary agreement, they must account). At the same 
time the east-bound traffic was unusually light, and 
the rate on it lower than last year and positively low. 
But the coal, coke and iron traffic, which forms so 
large a part of the Pennsylvania’s business, was very 
heavy in May, and travel probably was fair. 

The gross and net earnings and expenses of the 
company in May for ten successive years have been: 

May Earnings and capone, Deeepoante Railroad, 


Compared with last year there is an increase of 
$251,980(64 per cent.) in gross earnings, an increase of 
$173,801 (6.9 per cent.)in working expenses, and an in- 
crease of $78,179 (4.6 per cent.) in net earnings. The gross 
earnings are 20 per cent. greater than in 1880, and 52 
per cent. greater than in 1879—so great has been the 
revolution in traffic within the short period of three 
years. The increase in expenses is 20} per cent. since 
1880 and 40 per cent. since 1879—enormous, but still 
much less than the earnings; so that in net earnings 
we have an increase of nearly 20 per cent. over those 
of 1680, and 70 per cent. over those of 1879. 
It is well to look back further than one year, 
if we would appreciate the true course of business. 
We find if we go back a little that this year has been 
a comparatively favorable one, though we must not 
forget that the property which makes these earnings 
has been growing al) the time, and has had several 
millions of dollars spent on it within the past three 
years. 

The expenses of May, we have said, were nearly 
equal to the average of the year; but the fact that 
they were $194.000 less than in April, while the earn- 
ings were $253,000 greater, of course has a great ef- 
fect on the net earnings, which were no less than 
$541,000, which is 44 per cent., greater than the aver- 
age of the four previous months, and were larger than 
in any other month of any other year except March in 
1881 and September and October of 1876. It should be 
said, however, that the previous months were favor- 
able for maintenance of road work this year, whereas 
last year they were very unfavorable. The result 
probably was that a considerable expenditure on this 
account was delayed until May last year, which with 
more favorable weather would have been made earlier. 
This tended to make the expenditures less than the 
average in January, February, March and April, but 
more than the average in May, last year, and this has 
made the comparision unduly unfavorable in these 
months this year, but unduly favorable in May. It is 
true that there is an increase of 6.9 per cent. in ex- 
penses in May, butin the earlier months this increase 
has been from 15 to 25 per cent., and in the aggregate 
for the four months was no less than 184 per cent. We 
may judge better of the course for the month by the 
following statement of the earnings and expenses for 
each month this year and last: 














onne joumeay. Eeerpery. Pere on ril. 7 on 
41881. .$3, 215 3,095, ot 16',372 83.356, 

Earn... | 1959. 3'873,321 3,306,750 3.12203 SPBS00 LOK NTT 

Exps.. §1381-- 1,982,354 1,987,510 2.45178 2,104,062 — 2.168,.87 

** 7 1882.. 2,200,055 2,227,129 2,496,491 2): 36.538 21342088 

Net $1s81.. 1,216,861 1,158.54 1,709,2:6 1,6d5,810 —-1,6+ 8,610 

earn. 1 1882.. 1,074,266 1,0:9,601 1,415,802 1/319,311 1,766,759 





In every month there has been some increase of 
gross earnings this year, which in January and Feb- 
ruary was nearly as great as in May; but until May 
the increase in expenses was so much greater than the 
increase of earnings that in every month there was 
some decrease in net earnings, amounting for the four 
months to no less than 16 per cent. May is therefore 
notable as showing the first indication of this down- 
ward course of profits. 





It may be well here to say that there is danger of 


Net 
Year. earnings. Expenses. earnings. 
Giigussasaceesas S¥een $3,706, 80: $2,759,028 $947,775 
| ae ee . 8,261,456 2,102,099 = 1,159,357 

RE cadiobss\shnababonane 2,633,322 1,790,620 842,71 
DE Suhcas sees obe>eeubers 2,982,245 2,099,565 882,680 
SSR ae 2,583,447 1,593,943 989,504 
DEEN h kets kbaas we ee 2,403,441 1,529,911 973,530 
CIN ice seksueea so See 2,708,696 1,674,603 1,034,093 
ness ins. thse acenehae 3,417,915 1,941,063 1,476,852 
1881. .-. . 9,856,897 2,168,287 1,688,610 
SMS s 0 dessovenacuss --. 4,108,877 2,342,088 1,766,789 
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laying too much stress on increases or decreases of ex- 


penses for single months. Maintenance expenses may 
vary greatly from month to month; aside from 
maintenance of way, renewals of cars and locomotives 
may vary greatly; especially at seasons when there is 
no pressure of traffic, the renewals of cars may cease 
almost entirely, without for the time affecting the ef- 
ficiency of the road to any considerable extent. If we 
may judge by the figures, the Pennsylvania made 
more than its average renewals in the first four months 
of this year, and if so, it certainly will have less than 
the average expense for these at some time hereafter. 

The improvement on these lines east of Pittsburgh 
and Erie is not accompanied by any similar improve- 
ment on the leased lines west of these places. On the 
contrary, during May the net earnings of this vast 
system were $101,556 less than the liabilities for inter- 
est and rentals, while last year there was profit on 
these lines in May amounting to $144,458—a decrease 
of $256,014, or three times the increase in net earnings 
on the Eastern system which the company works di- 
rectly, so that on the whole the profits of the Pennsyl- 
vania Railroad Company in May were $177,835 less this 
year than last, which amount is about one-fifth of 1 
per cent. on the stock. 

lor the five months ending with May the earnings 
and expenses of the lines east of Pittsburgh and Erie 
for six successive years have been: 
Pennsylvania Railroad Earnings and Expenses, Five Months to 

May «1. 





Gross Net 
Year. earnings. Expenses. earnings. 
y Sere . $11,890,220 $7 4,149 $3,896,071 
RRA 12.07! 78 bony 4,441,505 
1879 vee eeeee 13,023,249 of a 588 5,244,661 
1880... i ene eden 16,212,596 beer 
on) ee ohkias - 17.746.400 1 908,413 
1882 ; . 18,557,096 11, ‘901; 50: 3 6 {655,595 


( ‘ompared w ‘ith last year, there is an increase of 
$810,696 (4.6 per cent.) in gross earnings, and an in- 
crease of $1,663.512 (16} per cent.) in working expenses, 
resulting in a decrease of $852.820 (11} per cent.) in 
net earnings. At the end of April, as we have seen, 
the decrease in net earnings was $931,000 and 16 per 
cent., so that May has made a substantial improve- 
ment in the showing for the year. The net earnings, 
however, remain not only 11} per cent. less than last 
year, but 6 per cent. less than in 1880. Both these 
years, however, down to July, were much the most 
profitable the road has ever had, and if we go back to 
1879, when business was regarded as very good, though 
east-bound through freight was unprofitable, we find 
in comparison with it an increase this year of no less 
than 27 per cent., which is equal to 1} per cent. on 
the present increased capital stock. 

For the five months ending with May the net earn- 
ings of the Pennsylvania’s lines west of Pittsburgh and 
Erie have been $159,543 less than the liabilities for in- 
terest, rentals, ete., on their account, Whereas last 
year there was a profit of $1,553,769 on these lines. 
Adding the decrease in these profits to the decrease of 
$852,820 in the net earnings of the lines east of Pitts- 
burgh and Erie, we have a decrease of $2,566,132 in the 
profits of the Pennsylvania Railroad Company during 
the first five months of this year, which is more than3 
per cent. on the capital stock as it will be when the 
latest issue is all subscribed. The Western lines, it ap- 
pears, have suffered much more than the Eastern ones, 
which was to be expected, because their local traftic 

consists largely of agricultural products, the traffic in 
which was greatly reduced by the unfavorable season 
last year. 

During May, as we haveseen, this decrease in profits 
increased $177,835. This is, however, an improvement 
over the earlier months of the year, in which, as we 
have seen, there was an average decrease of $602,075 
per month in the profits of the whole system. The 
Western system, however, showed a slight profit in 
April, so that the great decrease on it occurred chiefly 
in the first quarter of the year. 

The great strike of the iron-workers has doubtless 
had an unfavorable effect on the earnings of this com- 
pany’s roads in June. In other-respects there cannot 
have been any great change from previous months. 
June was a favorable month last year, but less so than 
either of the three spring months. 


The Board of ‘Trade and Transportation on the New 
West-Bound Races. 

The New York Board of f Trade and Transportation, 
which is one of the three bodies that are to nominate 
one of the three members of the New York Railroad 
Conunission, most completely demonstrated its 
unfitness for such a power by resolutions which 
it adopted last Saturday with regard to the new 
west-bound rates which go into effect July 1. 
These resolutions mix up the question of the ad- 
vance in rates with that of the wages of the freight- 
handlers, on strike at the time, with which it has 
nothing to do; but the objections made to the new 
rates are a mass of gross falsehoods that are known to 
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be such by all New York merchants who have had any 
shipping to do, including those who reported and 
passed these resolutions. Previous to the railroad war 
for a considerable period the rates were from a third 
to a fifth higher than those of the new tariff, and they 
were then much lower than those of any other country 
or any other railroads in the world for similar goods. 
The resolutions of the Board of Trade and Transporta- 
tion say that under this tariff ‘‘ business languished, 
large quantities of heavy goods were driven to other 
ports, and considerable quantities diverted to the 
water lines.” The rates under which “ business lan- 
guished” at New York were in force until last August. 
To say that ‘‘ business languished” in New York in 
1879, 1880, and the first half of 1881 issimply shameless 
lying. If so, and if it was because west-bound rates 
were too high, then New York never can have had a 
good business, except in 1876-77, for the 75-cent rate 
was lower than auy previous rate except that of the 
war of 1876-77, which lasted about a year, ending just 
five years ago; and that was beyond question the very 
worst year for business since the civil war 

Another objection to the rates previous to the war 
offered in the resolutions is that under it *‘ considerable 
quantities” of heavy goods were ‘‘ diverted to the 
water lines.” This is a strange objection for tne Board 
of Trade and Transportation to make. One of its 
stock complaints is that the railroads are trying to 
destroy the canal and its competition by making rates 
so low that the boats cannot pay expenses, intending 
to make up hereafter by higher rates for tneir present 
losses on such traffic, and it has recommended the 
abolition of all tolls on the canal, and its maintenance 
for the benefit of the boats and their traffic at the 
public expense. Yet this resolution as much as says 
that there ought not to be any canal traffic, but that 
the railroads should make their rates so low that the 
boats cannot afford to carry. To take precious care 
of the canal and then take care that it shall have 
nothing to do is—very like the Board of Trade and 
Transportation. 

The resolutions ignore the fact completely that the 
west-bound rates for the past eleven months, and 
especially for the past six months, were ‘‘ war rates,” 
made not for the purpose of making money, but in 
order that rival roads might lose money—the whole 
condition of things was that of war. When this comes 
to anend, and the roads establish what is meant to be 
a paying rate on their freight, as every man in the 
country knew they would do, and must do and ought 
to do, this organization assumes to regard the advance 
as an extortionate addition to an or dinary and reason- 
able rate. It knows perfectly welb that the rate is the 
lowest regular rate ever made from New York, and 
that under it New York commerce may be most. pros- 
perous, as it has been under higher rates ; and if any 
of its members have ever made any investigations, 
they know that the new tariff is the lowest in the 
world. By it the rate on the highest class of goods is 
1.25 cents, and on the lowest 0.52 cent per ton per 
mile. The average is perhaps 3? cent. And this is on 
the most valuable goods carried, the west-bound traffic 
including most of the carriage of such goods. We 
venture to say that there is not among the merchants 
of New York any actual objection to the new rates; 
but that they will be perfectly satisfied with them if 
they are steadily maintained, and charged to all alike. 
Indeed there has scarcely ever been any objection to 
east-bound rates. even when they were twice and 
three times as high, though there has been, and justly: 
complaint of discrimination, when some shippers had 
much lower rates than others, or Boston much lower 
rates than New York. 

It is important that the railroads should get at least 
as much as the new rates on west-bound freight; for 
the transportation has a high value for such traffic, or 
for by far the larger part of it. Should it bed cided 
that the net profits of the railroads carrying this freight 
must be reduced one half, we would say that these 
rates should not be reduced, but that the best interests 
of the community required that the reduction should 
be made rather on local freight, on passengers, and at 
times on through east-bound freight. The transporta- 
tion has a smaller value for these branches of traffic, 
and they would be stimulated more by a reduction. 
The Board of Trade and Transportation has selected 
for its fulminations just about the most unobjection- 
able tariff that the trunk lines e ever made. 








May Accidents. 

Our record of train ac:idsats in Miy, given in full else- 
where, shows for thit month a total of 94 accidents, 
whereby 24 persons vere killed aad 83 injured. Seventeen 





caused injury, but not death, leaving 56, or 59.6 per cent. 
of the whule number, in which no serious injury to persons 
1s recorded, 





Seventeen of the killed and 56 of the injured were train-! 


accidents caused the death of one or more persons, and 21} } 


sca 80. 188« 








men or employés of the roads on which they were burt, 
while seven of the killed and 30 of the injured were pas 
sengers or others riding on the trains, so that, out of the 
whole number of 110 casualties, there were 73, or 64.4 per 
cent. of the whole, to railroad employés. 

As compared with May, 1881, there was an increase cf 
nine accidents; the number of killed was the same, and 
there was an increase of 10 in the number injured. 

These accidents may be classed as to their nature and 
causes as follows: 


COLL'SIONS: 
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Wash-ont. Sy oe eee 3 
Land-slide........ 2 
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Accidental obstruction. ... 


CUTE Aa aak,” Sheba RKsAiel once a0 edes bbe cca ei bens see eemend 
Runway train.... dain pdauntnceia nivel aescie vesie, Wan 
CERNE 55s neatawedse ae nites eked shack ns seep Saeee a 
Misplaced switch... ......... salhiaiecaiites hchathet Sante lclcth tea tga 
css. Genicadbevcccended 600d0cbss60h0eeeskveunee 25 
= (2 
Broken axle not causing derailment...........06 ceeseeeeeees 1 
Ri sctea ves She sbnctenss & dbewecadenseessaadad/ dee 94 


Five coltisions were caused by trains hreaking in two: 
three by want of signals or failure to use them; three by 
runaway engines; one each by cars run out o/ a siding, by 
carelessness in side-tracking cars, by reckless running, by a 
misplaced switch and by fog. 

The general classification of these accidents may be made 
as follows: 


Collisions. Derailments. Other. Total. 
Defects of road. 5 E 


Defects of equ sipment. pose 5 14 1 20 
Negligence in operating 26 6 os #2 
Untoreseen obstructions... .. 12 as 12 
WOM GMO. Cnc sver access 25 ‘ 25 

Total eaineied ai 3st 62 1 94 


Omitting the etanaiiaibiad derailments, this classification 
hows that 46.4 per cent. of the accidents were due to pre- 
vevtable causes ; they might have been avoided ty more 
care and stricter discipline. It is also probable that gr-ater 
care would have prevented some of those charged to defects 
of road avd equipment, and some of the unexplained derail- 
ments. 

No maliciously caused accidents were reported, unless one 
of the runaway engines was started intentionally, but that 
is uncertain. 

There were 49 of these accidents in daylight and 43 at 
night, while in two cas2s the time is not definitely given. 
There was an unusually large proportion of night accidents. 

A division according to classes of trains and accidents is 
as follows : 


Accidents: Collisions. Derailments. Other. Total. 
To passenger trains..... 1 9 I 11 
Toa pass. and a freignt.... 6 6 
fo freight trains.......... 24 53 77 

TN cinccd sccercsccs. 62 1 94 

Casualties : 
ee reer ee 17 ‘ 24 
a ae reocrrrere 22 64 Pe &6 

MEE che pethtassances 29 81 ‘< 110 


This month the derailments were relatively the most fatal 
although in April the collisions caused proportior ately more 
casualties. 

The two broken bridges recorded above both failed from 
weakness of their abutments, caused by the washing out of 
the supports. 

In a Spring or Summer month defects of road are usually 
less numerous than in Winter, but last mooth their number 
was very smal]. From the weather during the month more 
wash-outs and similar troubles might have been expected 
than are actually recorded. An unusual feature for this 
time of yeur is the large number of broken wheels and bro- 
ken axles shown. 

The number of collisions is smaller than fcr many months, 
being about one-third of the whole number of acci lents. 
One-sixtb of all the co h-ions resuited from trains breaking 
in two, which, ith the number of broken wheels and axles 
noted, suggests the possibility that car-builders are hardly 
keeping up with the demand for increased car-loads and 
train-loads. Or, perhaps, sufficient care is not take: to see 
that 20-ton loads are put i1 20-ton cars, and not trusted to 
old 10-ton cars. This is not the first month when the 
record has indicated that car draw-bars and connections 
have hardly kept pace with the hauling capacity of the 
modern mogul and cons»lidation engines. 

The number of misplaced switches is somewhat smaller 
than usual, only four derailments and one collision being so 
caus-d. Tbe one open-iraw accident and the two crossing 
collisions indicate that improved systems of signals make 
their way but slowly into use as vet. 

For the year ending with May the record is as fol- 
lows : 








Accidents, Killed. Injured 

Ds pivthebadiwhciencakatsaahene oe. 3L 18 
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Total. 408 1.558 
Total, same months, 1880-81... 1403 379 1.642 
= 1879-30. . 869 205 731 


The averages per day for the month were 3.03 accidents, 
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0.77 killed and 2.77 injured. For the year they were 3.63 
accidents, 1.12 killed and 3.72 injured. 

The average casualties per accident were, for the month, 
0.255 killed and 0.915 injured; for the year, 0.308 killed 
and 1.026 injured. 

The averages per month for the year were 110 accidents, 
34 killed and 113 injured, against similar averages of 117 
accidents, 32 killed and 137 injured in 1880-81, and of 72 
accidents, 17 killed and 61 injured in 1879-80. 

Compared with last year the present year shows an im- 
provement, but it is far behind the previous year’s record. 


Exporting California Wheat at New Orleans. 


Calitornia wheat exports by way of New Orleans were 
made first June 15 last, when about 84,000 bushels were 
shipped from that port in two vessels. This grain was car- 
ried by the Southern Pacific, the Texas & Tacific, the Hous- 
ton & Texas Central, the Texas & New Orleans, aud 


Morgan’s Louisiana & Texas road, the distances being as 
follows: 


Miles. 
South Pacific, San Francisco to Sierra Blanca. ............ 1.377 
Texas & Pacific, Sierra Blanca to Dallas...... ...........+- 557 
Texas Central, Dallas to Houston.... .....0..000 secsces see 265 


—— & New Orleans and Morgan's road, Houston to New 
Orleans : 


If the Texas Central branch of the Houston & Texas Cen- 
tral were used between Bremond and Cisco, the distance 
would be reduced 7% miles, the haul on the Texas & Pacific 
being 148 miles shorter and that on the Houston & Texas 
Central 75 miles longer. The wheat shipments at this season 
probably were made from the elevators on San Francisco 
Bay, but earlier in the season they could be had from the 
San Joaquin valley 100 to 150 miles southward, which 
would lessen the haul to New Orleans by so much, and save 
the shipment northward to San Francisco. But even from 
the southern end of tie San Joaquin valley the haul is an 
enormously long one for wheat—nearly twice tbe distance 
from St. Paul to New York, or from Kansas City to Balti- 
more, and but a few vears ago would have been regarded as 
entirely impracticable at any rate that would pay the bare 
expenses. 

And i! is not probable that *he rate received does cover 
more than the additional cost of carriage due to this addi- 
tion to the freight, which may not be by any means the 
average cost of carrying so much through freight. The 
road end rolling stock having been provided, and a large 
part of the maintenance avd general expenses being the 
same whether (he wheat is taken or not, the question for the 
Southern Pacific was whether the rate which the wheat 
could pay would equal the addition to the expense due to 
the addition of that particular traffic. And there are some 
indirect advantages to be secured by carrying the wheat 
even if the rate barely covers the cost. The ocean rates within 
the past two years have sometimes been very high, very 
greatly reducing the profits of the California wheat-growers, 
and so tending to prevent the extension of agriculture and 
the growth of the state. Most of the carrying of the state, 
except that of wheat from San Francisco tu Liverpool, is 
done by the owners of the S_uthern Pacific Railroad, and it 
is greatly to their interest that California should grow and 
be prosperous. If the ocean rates can be kept down by means 
of rail shipments to New Orleans or Galveston, that will 
profit the railroad company more than any gain it is likely 
to make on the long haul from California. 

The Southern Pac.tic has before, during the past few 
months, carried considerable quantities of California wheat 
to the east, but it has heretofore been for domestic consump- 
tion. Some bas been taken to Denver, and some, as we have 
noted heretofore, to St. Louis, which is 2,524 miles from 
San Francisco by way of the Atchison, Topeka & Santa Fe, 
2.630 by way of tae Texas & Pucific and the Iron 
Mountain, and 2,619 by way of the Missouri Pacific and the 
Texas & Pacific. 

It is these shipments, doubtless, that caused the transcon- 
tinental shipments from California in May to be Jarger by 
the Suuthern Pac.fic than by the Central Pacific. 

The distance from Valiforvia to New Orleans will be some. 
what shortened by tbe completion of the Galveston, Harris- 
burg & San Autonio Railroad, which will soon be done, as 
but 70 miles of track are yet to be laid. By this the distance 
from E! Paso to Houston wil be about 740 miles, instead of 
913, by the route described above; and from San Fraucisco 
to New Orleans will be 2,338 miles, of which 855 miles will 
be in the Stace of Texas, extending from near its northwest 
corner at E! Paso to its southeast corner at Orange in a quite 
direct line—a Icnger lme than any other ina single state, 
and alonger direct line than the limits of any other state 
will contsin, except California. There, from the northern 
end of the Oregon Division of the Central Pacific at Redding 
south and southwest to the southeastern corner of California, 
opposite Yuma, is 864 mules, all under one control, though 
not worked as une liue in the sense of havisg through trains 
over it. And the extension from Redding north to the 
Oregon line, which is already begun, we believe, will add 
somethmg more than a huadred miles to the length of this 
California lne, making it equal to tue distance frou: New 
York to Chicago by way of Buffalo. 





Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Cnicago, Milwaukee & St. Faul.—The Council Bluffs 
Extension is completed by laying 56 miles of track between 
Dedham, Ia., and Council Bluffs, 








Danville & New River.—Extended from Cascade, Va., 
west to Burnt Chimneys, 12 miles. Gauge, 3 ft. 

Ft. Worth & Denver City.—Extended northwest to Hen- 
rictta, Tex., 21 miles, 

Grand Rapids & Indiana.—Extended from Petoskey, 
Mich., northward 29 miles. 

Montgomery Southern.—Extended from Snowdon, Ala., 
south to Bell Road, 10 miles. Gauge, 3 ft. 

New york, Chicago & St. Louis,—Extended west of 
Cleveland 7.35 miles, and east 10.83 miles, making 18.18 
miles in all. 

Texas & St. Louwis.—Extended from New Madrid, Mo., 
northward to Bird’s Point, 20 miles. Gauge, 3 ft. 

Wheeling 4: Lake Erie.—Extended from Belleview, O., 
west by north to a point six miles from Toledo, 35 miles. 

This is a total of 201 miles of new railroad, making 4,166 
miles thus far this year, against 1,972 miles reported at the 
corresponding time in 1881, 1,899 miles in 1880, 761 miles 
in 1879, 606 miles in 1878, 618 miles in 1877, 673 
miles in 1876, 407 miles in 1875, 637 miles in 1874 and 
1,408 miles in 1873. - 

THE CONSOLIDATION OF THE EASTERN AND THE BOSTON 
& MAINE RAILROADS is proposed now, as it was more than 
ten years ago, when, instead the two lines began competing 
with each other for the monopolization of the traffic of 
Northeastern New England, with much worse resuits than 
have usually followed similar contests in the North- 
west, fur reasons which ought to have been obvious. 
In the Northwest, when two companies competed for the 
control of a connecting railroad system or the occupation of 
a territory beyond or adj»inivg their existing system, they 
were competing for a growing traffic, and were usually 
justified in payiog for it more than its present worth. But 
tbe same calculations did not apply to Maine and New 
Hampshire. Those states do not stand still by any means, 
but their production and railroad traffic do not double every 
few years, as is the case in newly-settled territory in the 
Northwest. The Boston & Maioe Company had always 
been a prosperous concern, but, except frum a dditions to its 
lines, its profits increased scarcely at all from 1867 to 1873, 
and the profits of the Eastern Railroad, in spite of some 
additions to mileage, did not increase during this period 
either, but were mucb larger iu 1869 and 1870 than after- 
wards. Their traffi: grew somewhat then, however. After 
1873 there was a decrease in passenger traffic on both roads 
(as was common in other parts of the country as well as 
New England), and comparatively little increase in freight 
trattic. Both roads reached their maximum passenger 
traffic (which is by far their most important business) in 
1873-74, and have had very little additions to their mileage 
since then. The course of their traffic meanwhiie has been : 









Year to -——Boston & Maine.—. ——~-— Eastern .— —— 
Sept. 1. Pass. miles. Ton miles. Pass. miles. Ton miles. 
_ 75,061,175 27.88. ,1.00 85.730, 55155 7,1 8,866 
a 65,123, 48 t 25 410,755 75,201,867 35,687. 33 
1876........ 67,897,72 30.42:.9'2 69,453,812  34.224.385 
1877 . GL, 36,036,193 €8,50 2,002 39,099,659 
1878 2 28,949,105 61,706,581 39,1 6.073 
i879 64.4 é $2.534.295 65.4 3,019 44,996,094 
1880 68,596.*70 "2,004 
74,9 





‘. 39,952, 77.081,998 61,707,205 
adses 58,911 41,859,660 83,411,100 63,099,873 

We can thus bardly say that there was any growth in 
traffic on these roads until 1880. The increase from 1874 
to 1879 of 9,500,000 ton miles on the Boston & Maine was 
less than the decrease of 10,100,000 passenger miles, while 
on the Eastern there wasa decrease of 20,300,000 passenger 
miles ugainst an increase of 7,900,000 ton miles. Siuce 1879 
there has been a large ivcrease, it is true, but it 
hardly makes up for lost time; that is, if we take 
the whole eight years, we find that the increase from 1874 
1881 was but moderate. There was no increase in passen- 
ger traffic, and though the gain in freight was 83 per cent. 
on the Boston & Maine, and 70 per cent. on the Eastern, the 
freight traffic remains quite ligbt, like that of most New 
England railroads. On the Eastein jast year it was equiva- 
lent to a daily movement each way over the entire mileage 
of only 307 tons, on the Boston & Maine to 278 tons, which 
not only compares unfavoraty with the truvk-line traffic 
1,493 tons daily over the Boston & Albany, but also with 
the freight of what are considered unimportant Western 
roads. For example, the Evansville & Terre Haute had 392, 
the Belleville Line of the St. Louis, Alton & Terre Haute, 370 
tons, and the Chicago & Eastern Lliinois 808 tons on the aver- 
age each way daily over their eotire mileage. And, as elxe- 
where, the growth in freight earnings does not by any means 
keep pace with the growth in freight movement. For 
instance, on the Boston & Maine the movement was 100 per 
cent. greater in 1881 than in 1873; but the freight earnings 
were only 24 per cent. greater; and on the Eastern in the 
same time the increase in freight earnings was 91 per cent., 
and in freight movement 205 per cent. 

The growth since 1579 has been positive and large in pas- 
sengers and freight both, but past experience indicates that 
this will not continue In fact, the growth during the cur- 
rent fiscal year, that is, since last September, bas doubtless 
been but moderate. The properties are good and flourishing 
and may continue +o, but there is not enough undeveloped 
resources in the country which they serve to justify their 
competing actively for its traffic and in supplying it with 
pew rail.oads. The roads naturally form one system, be- 
cause they serve one district, and their unien was strongly 


recommended by the Massachusetts Railroad Commission 
about ten years ago. 





THe Morive Power FoR THE GOTTHARD TUNNEL has 
been the subject of much investigation. Tbe air in the 
tunnel is extremely hot, good ventilation by any means yet 
discovered is impracticable, and to have the locomotives for 
& heavy traffic dischurge the products of combustion and 





the exhaust steam into it would, it was thougbt, make the 
passage extremely unpleasant for travelers and train men. 
It was once proposed to have it worked by a traveling rope 
and a stationary engine. but this was dismissed without 
much consideration as likely to be inadequate for the heavy 
traffic expected. The management of the road seriously in- 
vestigated the application of electric motors of the Siemens 
system, and obtained plans and estimates from the Berlin 
firm. It purposed to put two copp rcables 1 in, in diameter 
along the top of the tunnel, on which a small electric car 
should run, connected by a short cable with the train, each 
of which should be provided with two, three or four electric 
locomotives of 100 horse-power each, driven by a single en- 
gineman. The dynamo-electric machines were to be run by 
the turbines at the mouth of the tunnel which furnished the 
power for compressing the air for drilling during the con- 
struction of the tunnel, and the return current was to pass 
through the rails. The firm was willing to guarantee that 
the cables would deliver to the locomotives at least 50 per 
cent. of the power developed by the turbines, and the cost 
for the apparatus exclusive of the locomotives is reported at 
the comparatively trifling sum of $36,000, but the railroad 
company was apparently afraid to make the experiment. 

Another plan was to work the road by means of com- 
pressed-air locomotives, which were actually employed 
during the construction of the tunnel; but the experience 
with these condemned them for other than construction 
trains. The engines had extraordinarily large tenders, but 
with these filled with air at a pressure of 180 Ibs. per square 
inch, besides a large store in the engine itself, they could 
run but about 7,300 ft. To get through, great reservoirs 
were established at intervals along the tunnel, and 40 min- 
utes of time was consumed simply in taking on supplies of 
air ina run of little more than three miles. 

It was also proposed to run the trains with electric loco- 
motives supplied by Faure ac:umulators, but the accumu- 
lators alone would make about all the load that the eagines 
could haul at a low rate of speed, as has been shown 
before. 

The conclusion was that for the present it is best to use 
ordinary steam locomotives, until further improvement has 
been made in other motors. Care is to be taken to nave a 
good head of steam before en'ering the tunnel, and the 
fire under full headway, without fresh coal, and shut tight, 
so that the passage may be made without opening the fire- 
box door and with little escape of the gases of combustion. 
So far the traffic has been light, and there is a strong cur- 
rent through the tunnel from south to north, and the air is 
said not to be very bid. 

The interior of the tunnel is saturated with moisture which 
is taken up by the current of warm air from the south, 
which grows warmer during its passage. Striking the 
colder body of air at the north end of the tunnel, it 
looses its capacity for moisture, and the water in it is pre- 
cipitated in the form of a quite thick mist which always 
hangs about the nurthern eatrance. 


CHIcAGO Ratt SHIPMENTS EASTWARD for the week end- 
ing June 17, were 28,753 tons this vear, against 28,514 the 
week before, 54,266 in the week ending June 18, last year, 
and 68,360 in the corresponding week of 1850; the latter 
being, with the exception of two weeks in the month of 
March, the largest shipments of the whole year 1880. The 
decrease from last year is 47!¢ per cent., and from 1880 it 
is 58 per cent. The receipts, though but a trifle larger than 
the week before, are the largest since April. This was the 
last week before the railroad war last year, when already there 
was considerable cutting of rates, For all the succeeding 
weeks the comparison will be with the time of railroad war 
last year. 

Of the shipments of the week this year 7.5 per cent. was 
by the Chicago & Grand Trunk, 19.7 by the Michigan Cen - 
tral, 23 by tne Lake Shore, 31.2 by the Fort Wayne, 9.1 by 
the Pan Handle, and 9.5 by the Baltimore & Ohio. The 
Grand Trunk shipments bave now fallen cousiderably below 
its old average; the two Vanderbilt roads have more than 
heretofore, 42.7 per cent. of the whole, against 49 in the 
pool of 1880; the two Pennsylvani roads 40.8 per cent. of 
the whole, against 33 per cent..in the puol. 

In this connection it may be well to call to mind that the 
provisional apportionmeut of tle Chicago sLipments made 
by Mr. Fink will hold good unless there is an appeal to the 
Arbitrator before July 1. We understand that an appeal 
is likely to be made, but at the time uf writing do not bear 
that it has been mace as yet. 

For the week ending June 24, the shipments bled from 
Chicago (not including the shipments billed from points west 
through Chicago, which are included above) were 18,729 
tons, against 18,350 the week before and 72,989 in tbe cor 
responding week of last year, which was the first week of 
the railroad war, and the week of the largest shipments ever 
made fron: Chicage, probably. Of the shipments this year, 
1,336 tons were flour, 10,997 grain, and 6,396 provi-ions. 
Last year there were 8,012 tons of flour, 55,732 grain, and 
9.245 provisions. Thus, of the total decrease of 54,260 
| (nearly two-thirds), 51,411 tons were gra.n and flour, and 
| the st ip ments of these were five times a- great last yeur as 
| this, while the prvuvision shipments were but 45 per cent. 
greaterthen. An unusually lai ge proportion of these sbip- 
meuts were by the Lake Shore: un unusuaily small one by 
the Grand Trunk; but these percentazes will bs changed 
when the shipments billed through Chicago are in_luded. 





FLEECING A RAILROAD is quite commonly regarded as a 
proper thing to do, wherever poss.ble, aud iustances are 
| only too common when those who have ‘begged favors of a 
company use them to its injury—as in the matter of 





-lending passes, which was formerly very common, and 
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is probably not yet extinct. An example of an attempt to 
do this fleecing of a benefactor on a large scale was sup- 
plied by a state ‘‘ Greenback convention” recently held in 
Des Moines. The railroad companies, as is their custom at 
political conventions, agreed to carry delegates to and from 
the convention at two-thirds of the regular rates, they to 
pay full fare to Des Moines and one-third of the regvlar 
fare for a return ticket on presenting a certificate from the 
officers of the convention that they had attended the con- 
vention as delegates. These convention officers seem to have 
taken advantage to the fullest extent of this temporary 
ability to give aman a ticket from Des Moines at one-third 
of the regular rate, and to have granted certificates to every 
one they could find who wanted to leave Des Moines. It so 
happened that the ticket office of the Rock Island road in 
Des Moines at the time was occupied by the agent from 
Newton, who had a very wide acquaintance among the 
people of his own (Jasper) county. He was therefore some- 
what surprised when men whom he knew as Republicans in 
Jasper County came to him for tickets armed with certi- 
ficates that they had attended the state Greenback conven- 
tion as delegates. His astonishment increased when he 
found women with the same kind of certificates, and a man 
with a certificate issued in the name of a man whom the 
agent had left in Newton sick, and still further when a cer- 
tificate was presented by a neighbor whom the agent 
knew to have come to Des Moines after the convention had 
adjourned. This one agent is said to have discovered 
twenty or thirty pretended delegates from his own little 
town provided with certificates. The convention officers 
probably determined to get the better of the soulless 
monopolies for once at least. 

Tue New YorK EVENING Post proposes that the Board 
of Trade and Transportation undertake suits against the 
railroads in the name of shippers for damage by the delay 
of shipments through the strike of the freight-bandlers for 
higher wages, which, it says, ‘looks more to the public 
like a strike of the railroads themselves for higher rates.” 
This is a most extraordinary insinuation. If true, it must 
be that there was a conspiracy including the officers of the 
railroads and the lowest grade of their employés. One day 
last week these freight men, who were receiving fully as 
much as the same class of labor in other occupations, and 
the same as in 1880 and 1881, when the demand for such 
labor was greatest, and who had not at any time before 
complained of their wages to their employers, suddenly 
left work. In what way this can be tortured into a “strike 
of the railroads for higher rates” is not easy to see. But if 
there has been any actual negligence in the efforts of the com- 
panies to provide men at the current rate of wages to for- 
ward the freight offered them, it is perfectly proper that 
they should be prosecuted, and that the sufferers should 
have their prosecutions conducted by a central organization 
like the Board of Trade and Transportation. It now offers 
to do this. 


LAKE RATES, which two weeks ago had advanced to 3 
cents a bushel for corn from Chicago to Buflalo, after hav- 
ing been 2 cents for sometime, maintained the advance but 
a very short time, and last week fell to 1%{ cents, which is 
the lowest rate of this year so far, but was common for 
some weeks in 1877, 1878, 1879 and last year, while last 
year they fell still lower at times. A rate of 65 cents a ton 
on coal from Buffalo to Chicago adds greatly to the income 
of the grain carriers. But the shipments now are confined 
substantially to the propeller and to the steamers towing 
barges, and the sailing vessels seem inclined to tie up rather 
than accept 184 cents a bushel, especially as in any event a 
large proportion of the vessels must go without cargoes 
simply because there are not cargoes enough to go around. 

Canal rates maintained the advance to 4 cents a bushel on 
corn from Buffalo to New York until last Monday and then 
fell off to 3%. 

Ocean rates have advanced decidedly and at this time are 
higher than before for several months—namely, 4d. a bushel 
on grain from New York to Liverpool. 





Strike of the Freight Handlers in New York. 

This strike, which seemed quite insignificant until the 
latter part of last week, hus since become much more serious, 
and we have made some special inquiries as to its origin. 
[t seems that it first began among the men employed at the 
New York Central & Hudson River's depot, at Thirty-third 
street. These men were called to work nearly or quite every 
Sunday, recently at 7a. m., formerly at 8a.m. A few 
weeks since, after some conference among them, a formal] 
request was made by the men for an hour in which they 
might attend church. 

This was granted, and the hour for calling the roll placed 
at 8, as before the change. 

A second request was then, or at the same time, made, 
that pay day might be on the Ist or before the 3d of the 
month. It had formerly been on the 6th, which obliged 
married men to put off their landlords, who demanded rent 
on the Ist of the month. Reply was made that delay was 
caused by the necessities of the accounts, but an attempt 
would be made to pay as early in the month as practicable. 

As to these facts there seems to be general agreement; 
but not to others which follow : 

Some of the men asked for a third favor, namely, double 
wages for Sunday work. If this were done by general con- 
sent, the men soon changed their minds, influenced, it is 
said, by the action of the Mayor of the city, who advised 
the city contractors to crease the pay of laborers to $2 per 
day. The night laborers claim to have given notice on Sun- 
day morning, June 11, that they desired $2 per day after 


the morning of the 12th. They had been getting 17 cents an | J 


hour. The officers of the road say that they knew of no 
such demand, 

_Monday morning, June 12, however, the men at this sta- 
tion quit work and began the strike. It spread but slowly, 
and we believe that it was Saturday, the 17th, before there 
was any strike on any other road. On the other roads cer- 
tainly no request for higher wa was made before the 
strike. A party of New York tral strikers passed the 


stations where they were at work and called upon them to 
leave their work, and in some places they nearly all left at 
once; at others it was some time before they all struck, and 
it was not until the latter half of last week that the strike 
became general in New York, and still later before it had 
much effect on the New Jersey side, 

There would probably have been no strike on the New 
Jersey shore had it not been for New York men, The la- 
borers there apparently had no idea of striking, and 
certainly had not demanded an advance in wages, and 
they quit work quite as much through a fear of not doing 
the right thing and of getting into trouble, as from any 
dissatisfaction. The most important force there is the 
switchmen and truckmen, who have much lower wages than 
the freightmen, and probably the employés of this kind, at 
least those of one of the companies, would have found their 
employers wore inclined to grant an advance to them than 
to the New York freight men. The latter visited the Jersey 
City vards, frightened (though without using violence, we 
believe), many of the men there, and for a time got the 
switchmen and truckmen, or many of them, to say they 
would strike, and for a day or two this week it was difficult 
to get the trains made up; but these men returned to their 
work when they were assured that they would be protected. 
The Erie officers asked these men if they were willing to be 
sworn in as special policemen, which would enable them to 
arrest persons interfering with them or their work, and 
they almost unanimously said they were. There were some 
trouble at first by strikers taking out coupling pins, but 
since the yards have been guarded and strangers kept out 
of them. 

For several days the roads found very great difficulty in 
receiving and loading freight at the New York stations, but 
at this writing (Wednesday afternoon) the Pennsylvania 
reports a full compliment of men, and no trouble in hand- 
ling ail freight received. 

he New York Central has its full compliment at some 
rincipal points, and one-half its full force at St, John’s 
‘ark. The New York, Lake Erie & Western has also par- 
tially but not entirely replaced its men, the men at the 
switches, who were induced to strike, having returned. 

In no case, so faras we can find, has more than the old 
rate of 17 cents per hour been paid tonew men. Asa rule 
the old men are holding out everywhere—about 3,000 in 
all—but peaceably and in quiet good humor. 

The interruption to shipment has not been due to inability 
to get _——— men, but, chiefly, to the difficulty of working 
with a wholly new force, nearly all foreigners who speak no 
English. Though the skill required is not great, it takes 
some days to attain it. Again, the newly arrived immigrants 
were naturally timid, and many were frightened away by 
the attitude of the strikers, who they found looked upon 
them as enemies, though they did not attack them; and 
further, the railroad companies apparently did not take 
pains to select and train carefully a new force, because, 
though looking on the movement as unjustifiable, and indig- 
nant that the men should strike before making any request, 
they expected and intended to take the old men back. They 
are not intelligent men, and their action is not judged so 
strictly as if they were. 

The strikers in New York have undoubtedly some reason 
to ask for more pay. Board costs $21, $22 to $23 per 
month where formerly the cost was $18 or $20. The in- 
crease in the rate of board differs so much (from $1 to $3) 
that it seems likely that the increase of rents is at the bot- 
tom of the whole matter, and this affects the New York 
men more than those on the other side of the river. Fami- 
lies occupying rooms pay $16 where $12 was formerly paid. 
Bread is no higher, butter, although high in price for the 
season, is much less than some months since. Fresh meat 
has advanced, 20 to 25 per cent, or from 8 and 16 cents to 
12 and 20 cents. On the whole, the indications are that the 
living expenses of the strikers who live in New York are 
about 10 per cent. more than they were several months ago. 

On behalf of the men it is said that though paid 17 cents 
an hour their wages did not amount to $1.70 a day, which 
is 20 cents more than the wages now paid for common labor 
by city contractors. But some railroad officer is reported 
to have said that the actual payments to his men had been 
fully at that rate. As we have seen they sometimes have 
work on Sundays andat night. One of the steamship com- 
panies, which employs men by the month for similar work, 
has been paying $28 to$30 per month and has just made an 
advance of $2, making $1.23 per day assured, whether the 
work be much or little. Though there has been a great de- 
mand for common labor in the city for the past two years 
in many departments where these men would be thoroughly 
efficient the railroad men say that they have not lost many, 
and have had no trouble in getting all the hands they 
wanted at 17 cents an hour. 

The men have doubtless been much encouraged to perse- 
vere in the strike by the very general public sympathy for 
them exhibited by the public and the newspapers. Some of 
the merchants have doubtless been much embarrassed by the 
failure to forward their goods, and the Board of Trade and 
Transportation has given notice that it will prosecute the 
companies for the shippers who have so suffered. The Erie 
road on Tuesday attached to the freight receipts that it gave 


erty only upon the express conditions that it shall not be 
liable for delays, loss, or damage thereto caused by, or result- 
ing from, strikes, acts cf violence, threats, or intimidations.” 
tt is doubtful where this will make any difference in the 
liability of the carrier. If it has used due diligence to for- 
ward the freight, and nevertheless is prevented, it is not 
likely to be held liable for damage: if it does not use such 
diligence it cannot contract to avoid liability for its fault. 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Texas, Santa Fe & Northern, annual meeting, in Santa 
Fe, N. M., July 10. 

Atlantic & North Carolina, annual meeting, in Morehead 
City, N. C., June 29. 

Memphis & Charleston, adjourned special meeting, in 
Huntsville, Ala., Aug. 22. 


Dividends. 
Dividends have been declared as follows : 
Chicago, Rock Island & Pacific, 134 per ceut., quarterly, 
payable Aug 1. Transfer books close June 30. 
Vilmington & Weldon, 3 per cent., semi-annual, payable 
July 1. 
Worcester & Nashua, 14 per cent., semi-annual, payable 


uly 1. 

, a Line (leased to New York, New Haven & Hartford), 
4 per cent., semi annual, payable July 6. 

Vermont Valley, 2 per cent., semi-annual, payable July 1. 
Hanmbal & St. Joseph, 344 per cent., semi-annual, on the 
referred stock, payable Aug. 1. Transfer books close June 





Lake Shore & Michigan Southern, 2 per cent., quarterly, 
payable Aug. 1. Transfer books close July 3. 


the following condition: ‘This company receives this prop- | 


Portsmouth d& Dover (leased to Eastern Company), 3 per 
cent., semi-annual, payable July 1. . 

Concord & Portsmouth (leased to Concord Company), 
314 per cent., semi-annual, payable June 29. 


Master Car-Builders’ Association. 


The Committee on Subjects, consisting of Messrs. Thomas 
A. Bissell, L. Packard and M. N. Forney, have issued the 
following circular to members: 

* The Committee, appointed at the last meeting of the 
Master Car-Builders’ Association to propose subjects for in- 
vestigation and to be discussed at the adjourned meeting to 
be held in October, request members and others to suggest 
topics which they may think require investigation, and the 
discussion of which would be profitable to the members of 
the Association or to the railroad companies. As it is de- 
sirable that the subjects which will be brought before the 
next meeting should be submitted to the consideration of 
proper comittees as early as possible an immediate reply to 
this circular is requested. The replies should be addressed 
to M. N. Forney, No. 78 Broadway, New York.” 


Pool Meetings in New York, 


The Trunk Lines Executive Committee met in New York, 
June 28, to discuss the question of equalizing freight termi- 
nal charges at all the Atlantic seaports. No conclusion was 
reached, and the conference was to be continued the next 
day. A meeting of the Trunk Line general passenger 
agents was also held to consider details connected with the 
pooling agreements. No disposition has vet been made of 
the demand of the New York, Lake Erie & Western Rail- 
road Company for a differential passenger rate from New 
York to St. Louis. At the freight meeting, Commissioner 
Fink submitted the letter of the Board of Trade and Trans- 
portation relative to the increased west-bound freight rates 
to go into effect July 1 next, No action was taken officially 
on the letter. 





ELECTIONS AND APPOINTMENTS. 


American Refrigerator Transit Co.—Mr. George B. 
Hopkins having resigned his position as General Manager 
of this company, that office will be abolished, and the duties 

rtaining thereto will be assumed by Mr. David M. Higgs, 

eneral Superintendent of the company, in addition to those 
he has hitherto performed. 


Boston, Revere Beach & Lynn.—Mr. Leonard C. Legro is 
appointed Superintendent in plaice of Edwin C. Whorf, 
resigned. Mr. Legro kas been for several years a Conductor 
on the road. 





Burlington & Ohio River.—Several changes have been 
made in the officers of this company, and the list is now as 
follows: President, W. C. Shirley; First Vice-President and 
General Manager, George P. Merrill; Second Vice-President, 
James Walker; Secretary, L. E. Glessner; Treasurer, M. 
McClure; Chief Engineer, W.F. Garris; Acting Auditor 
and Cashier, R. Farmer. The general offices are now in 
St. Louis, The oftice of the Second Vice-President is at 
Scottville, Ind., and that of the Coief Engineer at Carlin- 
ville, 11. The Second Vice-President hus charge of business 
relating to right of way for the proposed road. 


Central, of New Jersey.—At the special meeting held 
June 23 there was no contest, and the following directors 
were chosen without opposition : John Kean, Elizabeth, 
N. J.; Henry 8. Little, Freehold, N. J.: Theodore F. Ran- 
dolph, Morristown, N. J.; Robert Garrett, Baltimore; 
Edward Clark, Franklin B. Gowen, Edward C. Knight. 
Philadelphia; Sidney Shepard, Samuel Sloan, New York. 

Messrs. Kean and Little are the only directors who were 
in the old board; Mr. Little is Receiver 01 the road. Of the 
new directors, Mr. Randolph is ex-Governor and ex-Senator, 
and was at one time President of the Morris & Essex Com- 
pany; his son is now Superintendent of the New York & 
Long Branch road. Mr. Garrett is Vice-President of the 
Baltimore & Ohio; Mr. Clark was until recently President 
of the Lehigh Coal & Navigation Company: Mr. Gowen is 
President and Receiver of the Philadelphia & Reading: Mr. 
Kuight was formerly a director of the Central, and suc- 
ceeded John Taylor Johnston as President; Mr. Sloan is 
President of the Delaware, Lackawanna & Western. 


Central Vermont.—The following circular from the Pres- 
ident is dated St. Albans, Vt., June 26: 

“Mr. S. W. Cummings is hereby appointed General Pas- 
senger Agent of this company, in place of Mr. W. F. 
Smith, resigned, and will enter upon the discharge of tbe 
duties of the office July 1 proximo. He will have general 
charge and supervision of all business pertaining to the Pas- 
senger Department, and all communications relating to said 
business will be addressed to him.” 


Chicago, Danville d& Vincennes.—At a meeting held in 
Chicago, last week, the number of shares represented was 
19,733 out of a possible 26,932. The following directors 
were elected: S. O. Rutter, Edwin Walker, Chicago: Daniel 
Dodd, Newark, N. J.: Charles F. Elwell, E. C. Bogert, W. 
D. Judson, Amos Tenney, A. T. Cline, A. M. Judson, New 
York. 


| Chicago & Northwestern.—Mr. Peter Hollenbeck has been 
|appointed Division Freight Agent for the Winona & St. 
| Peter and the Dakota Central railroads and branches, with 
| office at Winona, Minn., to take effect July 1. 





| Cincinnati, Hamilion & Dayton.—The following circular 
from Mr. J. Jewett, Presidert, isdated Cincinnati, June 13 : 
| ‘*C. C. Waite has been elected Vice-President of this com- 
pany, with office at Cincinnati. He will have general charge 
| of the property, current business and management of the 
interests of the company, and his orders will accordingly be 
obeyed. 

‘*F, H. Short has been elected Secretary and Treasurer of 
this company, to whom all communications pertaining to the 
business of his departmeuts will be addressed, 

‘* All other officers will be continued until otherwise or- 
| dered.” 


Denver & Rio Grande.—Mr. Frank Howard has been ap- 
pointed Master Car-Builder with headquarters at Burnham, 
Col. Car repairers at all — on the line will report direct 
to Mr. Howard, and make all requisitions for niaterial on 
him. 


Herkimer, Newport & Poland.—At the annual meeting 
|in Newport, N. Y., June 27, the following directors were 
| chosen: W. A. Brayton, Johu Hemstreet, S. R. Millington, 
| Poland, N. Y.; H. G. Burlingame, H. W. Dexter, T. E. 
| Merritt, Newport, N. Y.: E. M. Burns, W. W. Mosher, 
| George H. Thomas, Middleville, N. Y.: -Warner Miller, 
| Marcus W. Rasbach, Wm. Smith, John W. Vroman, Her- 
| kimer, N. Y. The board elected FE. M. Burns President: 
|S. R. Millington, Vice-President; T. E. Merritt, Seretary: 
| George H. Thomas, Treasurer. 


Illinois Central.—The board has re-elected Wm. K. Acker- 

| man, President; James C. Clarke, Vice-President: L. A. Cat- 

| lin, Secretary; L. V. F. Randolph, Treasurer. It is under- 
stood that Mr. Clarke will continue to have especial charge 
of the New Orleans under the new lease, as heretofore. 


Maryland State Directors—The Maryland Board of 
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Public Works at Annapolis, June 16, made the following 
appointment of State eke: Baltimore & Ohio, Outer- 
bridge Horsey, Joseph Brinkley ; Worcester & Somerset, 
John P. Hargis; Chesapeake & Delaware Canal, J. Alex- 
anier Shriver ; Dorchester d& Delaware, Dr. Wm. R. Hay- 
ward, Wm. Wilson Byrn; Maryland & Delaware, Samuel 
Hambleton, Edward Lloyd, Wm. C. Satterfield ; Wicomico 
& Pocomoke, Thomas Humpheys, William Showell, L. L. 
Derickson ; Eastern Shore, E. pt Jackson, Wm. H. Gale, H. 
Roach; Worcester, John T. Hammond, Littleton R. Pur- 
nell; Philadelphia & Baltimore Central, John Keaveny; 
Kent County, Wm. S. Walker, Samuel A. Merritt, Richard 
C. Johnson ; Queen Anne & Kent, Dr. Washington Finley, 
Wm. McKenny, Edward B. Emory. 


_ Master Mechanics’ Association.—At the annual conven- 
tion last week the following officers were chosen: sident, 
Reuben Wells, Louisville & Nashville; First Vice-President, 
James § ley. Lake Shore & Michigan Southern; Second 
Vice-President, Howard Fry, New York, West Shore & 
Buffalo; Secretary, J. H. Setchel, Kentucky Central; Treas- 
urer, S. J. Hayes, Illinois Central. Messrs. Setchel and 
Hayes are re-elected. 


Memphis & Little Rock.—Mr. E. K, Sibley has been ap- 
pointed Receiver. He is also General Manager of the road. 


Montpelier & Wells River.—Mr. F. W. Morse is appointed 
General] Freight Agent, to take effect July 1. On and after 
that date, all communications pertaining to freight traffic 
should be addressed to him at Montpelier. Vt. r. Morse 
is also General Passenger Agent of the road. 


New York Central & Hudson River.—Mr. Amos Gould 
has been appointed Assistant Superintendent of Motive 
Power, a new office. He has been fora long time Master 
Mechanic of the Western Division. 


Rome & Clinton.--At the annual meeting in Rome, N. Y.., 
last week, the following directors were chosen: B. J. Beach, 
Alfred Ethridge, G. V. Selden, A. W. Mills, W. S. Bartlett, 
J. I. Scollard, C. D. Hayes, E. S. Williams, I. R. Miller, 
George B. Phelps, L. H. Shattuck, Henry Johnson, W. H. 
Tuller. The board elected W. S. Bartlett President ; B. J. 
Beach, Vice-President ; A. W. Mills, Secretary and Treas- 
urer. The road is worked by the Delaware, Lackawanna & 
Western Company. 


Sedalia, Warsaw & Southern,—This company has elected 
R. 8. Hayes, Vice-President; J. H. Dowling, Secretary; D. 
G. H. Smith, Treasurer. The company is now controlied 
by the Missouri Pacific. 


Shore Line.—This company has elected S. B. Chittenden 
President; Ezekiel H. Trowbridge, Vice-President; Wilbur 
F. Day, Secretary and Treasurer. The road is leased to the 
New York, New Haven & Hartford Company. 


Stony Brook.—This company has elected James B. Fran- 
cis, President ; Wm. A. Burke, S. G. Mack. George Motley, 
J. H. Read, G. F. Richardson, Jacob Rogers, directors ; 
Jacob Rogers, Clerk and Treasurer. The road is worked by 
the Boston & Cowell Company. 


Ulster & Delaware.—The new board has elected Thomas 
Cornell, President; Alva 8. Staples, Vice President; An- 
thony Benson, Secretary and Treasurer. 


Vermont Valley.n—At the annual meeting, last week, the 
following directors were chosen: Bradley Barlow, St. Al- 
bans, Vt.; John B. Page, Rutland, Vt.; Frederick Billings, 
Woodstock, Vt.; Hugh Henry, Chester, Vt.; Oscar Edwards, 
Northampton, Mass ; A. B. Harris, Springfield, Mass. ; H. C. 
Robinson, Hartford, Conn. 


Wilmington & Weldon.—The board has elected H. Walters, 
of Baltimore, a director in place of Thomas C. Jenkins, de- 
ceased. 


PERSONAL. 





—Mr. Munson T. Case, General Passenger Agent of the 
Green Bay, Winona & St. Paul road, has resigned his 
position on account of ill bealth. 


—-Mr. John Taylor, Inspector of Bridges of the Rochester 
& Pittsburgh road, was recently presented with a handsome 
gold watch and chain by the trackmen on the road. 


—Mr. Edwin H. Whorf, Superintendent of the Boston, 
Revere Beach & Lynn road, has tendered his resignation on 
account of ill health, and will probably go to Mexico for a 
time. . 


—Major W. 8S. Lanier died at Talladega Springs, Ala., 
June 28. He was formerly President of the Alabama Cen- 
tral Company, and was widely known and esteemed by 
Southern railroad men. 


—Mr. Joseph Quidor, one of the oldest locomotive engineers 
on the New York, Lake Erie & Western road, died in 
Jersey City, June 25, aged 68 years, He went on the road 
as fireman in 1842, was made an engineer in 1848, and has 
run regularly on the road ever since. 


—A dispatch from Louisville, June 28, says: “It isunder 
stood that the resignation of Gen. E. P. Alexander, First 
Vice-President of the Louisville & Nashville Railroad Com- 
pany, is in the hands of President Baldwin, but no action 
has been taken on it. Gen. Alexander has been asked to 
withdraw it.” 


—Mr. Charles Heywood, a well-known manufacturer of 
Gardner, Mass., died in that town June 34. He was promi- 
nent in local affairs, and served several years in the Legisla- 
ture. He was one of the first promoters of the Boston, 
Barre & Gardner road, and had been a director. Vice-Presi- 
dent and President of the company. 


—Mr. Amos T. Hall died in Chicago, June 25. He bad 
been for many years connected with the Chicago, Burling- 
ton & Quincy, and was the senior officer of that company in 
term of service. For many years he was Treasurer, but re- 
tired from that office last August on account of his increas- 
ing age, retaining, however, the position of Secretary. He 
was widely known and highly respected. 


—Mr. 8S. W. Cummings, of Boston, has resigned the Au- 
ditorship of the Atlantic & Pacific Railroad to accept the 
appointment of General Passenger Agent of the Central 
Vermont, and will establish his headquarters at St. Albans 
July 1. Mr. Cummings was formerly connected with the 
Central Vermont line for 15 years, and will be most cor- 
dially welcomed back to the road by its officials and by the 
passenger fratervity throughcut the country. 


—Mr. Nicholas H. Decker, an old and well-known con- 
tractor, committed suicide by throwing himself before a 
heavy Wagon in Johnstown, N. Y., June 24. He had a 
stroke of paralysis a few months ago, which seriously 
affected his mind. Mr. Decker had been engaged in many 
important works ; his last contract was the extension of the 
third and fourth tracks of the New York Central from 
Rochester to Buffalo. He had had many contracts on the 
New York Central, and had built parts of the Worcester & 


Nashua, the Providence & Worcester, the Lake Shore, the 
Staten Island and other roads. 


—Mr. George W. Tifft, for many 
known citizens and business men of Buffalo, N. Y., died in 
that city June 24, 77 years. He was born in Nassau, 
N. Y., and settled in Buffaloin 1842, engaging in the ship- 

ing business, both by lake and canal. Later he became 
interested in voal mining and in railroads, and for a number 
of years was President of the Buffalo, New York & Erie 
Company, whose road is now the Buffalo Division of the 
Erie. For a number of years past his chief business interest 
was in the Buffalo Steam Engine Works, though he also 
dealt in real estate and built, besides many other edifices, 
the Tifft Elevator, now owned by the New York Central. 
He also owned the tract known as the Tifft farm, which the 
Lehigh Vailey Company not long ago leased as a terminus 
for its coal business. 


ears one of the best 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 





Earnings for various periods are reported as follows : 
Five months ending May 31 : 
1882. 1881. Ince. or Dec. P.c. 
Buff. , Pits. & West...... $307,963 $243,904 I. $64,059 26.3 
Net earnings.. . .. 163,337 71,541 I. 91,796 128.3 
Cin., N.O. & Tex P..... 967,588 804,587 I. 163,001 20.3 
Mar. Hough. & Ont..... 284,134 132,546 I. 151,588 114.4 
Norfolk & Western...... 850.116 838.241 I. 11,875 1.4 
et earnings......... 331.608 374, D. 42,992 11.5 
Nash., Chatte. & St. L.. 767.671 924,675 D. 157,004 16.9 
Net earnings......... 32a, 359, D. 30,638 8.5 
Northern Central........ 2,168 909 2,174,580 D. 5,671 0.3 
Net earnings... . 703.778 5 D. 154,992 18.0 
Pennsylvania...... 18.557,004 17,746,404 I. 810,690 4.5 
Net —- ; 655,59 7,508,413 D. 852,8z2 11.3 
Phila. & Reading.... 7,816,766 7.429.793 I. 386,973 5.2 
Net earnings......... 3,041,542 3,034,351 I. 7.191 0.2 
South Carolina.......... 517,548 524, D. 7,438 41.4 
Month of May: 
Buff., Pitts. & West..... $66,876 $50,813 I. $16,064 31.6 
Net earnings......... 35,357 22,353 I. 18,004 58.1 
Cin., N. O. & Tex. P...... 208,186 177,125 I. 31,063 17.6 
Mar., Hough. & Ont....... 179,000 71,000 I. 108,000 152.1 
Nash.. Chatta. & St. L... 145,556 164,430 D. 28,874 17.5 
Net earnings......... 54,363 64,415 D. 10,052 15.6 
Norfolk & Western...... 185.322 149,603 I. 35,719 23.8 
Net earnings......... 60,931 I. 16,627 27.2 
Northern Central. . a 465.588 I. 17,079 3.6 
Net earnings... 170,234 1. 23.578 13.9 
Pennsylvania 3,856,8 I. 251.980 6.5 
Net earnings... ve 1,688, 1]. 78179 4.6 
South Carolina.......... 69,184 I 5.065 7.3 





First week in June: 


Gal.,Har. & San Antonio $29,266 $18,213 I. $11,053 60.7 

Grand Trunk............ 217,231 215,129 1. 2.102 09 
Second week in June: 

Chi. & Gd. Trunk........ $37,486 $31,153 1. 6,333 20.4 

Gal., Har & -an Antonio 34,896 20,207 I. 14,689 72.7 

St. Paul, Minn. & Man... 212,970 109,996 I. 111,974 110.9 


Third week in June; 


Chi. & Northwestern... $471,495 $530,117 D. $58,622 11.1 
Chi. & Eastern fl....... 34,940 36,223 D. 1,283 3.5 
Col., H. Vy. & Toledo.. 56.848 54,533 1. 2,315 4.2 
Denver & R.G.......... 23,521 156,842 D. 33,321 21.2 
Northern Pacific ...... 155,700 96,140 I. 59,560 62.0 
St. Louis & San Fran.... 53,700 58.300 D. 4,600 7.9 


Rates for Theatrical Troupes. 


The general passenger agent of the immediate western 
connections of the trunk lines, of the Chicago & Grand 
Trunk, the Michigan Central, the Lake Shore, the Pennsyl- 
vanian Company and the Baltimore & Ohio have joined in 
a circular to their agents which prescribes that no reduction 
shall be made for theatrical eyed of less than five persons, 
traveling ther on one solid ticket; that for these except 
when travelling in special cars. the rate will be two cents a 
mile by shortest time between the places at which the party 
plays; that when the party furnishes a special car, the 
charge shail be 18 first-class unlimited fares for each car; 
an advance agent of a party of 10 to 19 will be carried at 
half the first-class fare and allowed 400 lbs. baggage; and 
for troupe of ?0 or more this privilege will be given to two 
advance agents. In selling tickets to parties who will pass 
over the trunk lines, their rule, allowing a reduction of 20 
per cent. for the limited rate will be followed. 


Grain Movement. 


For the week ending June 17 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past six ye rs : 


Northwestern shipments. 
P. Atlantic 


ec. by 
receipts. By rail. rail, rece. 
1877.... 2.470.641 2, 776.439 26.9 2,079,976 
1878.... 2,635,249 2,296,402 548,255 24.8 4,159,732 
1879.... 4.486.068 5,022,099 2,180,498 43.5 


Northwestern 


1880.... 5,574,703 715391449 1.838864 24.3 8,256,178 
1881.... 6,731,341 5,436,247 1,864,794 34.3 5,982.5: 
1882 ... 3,643,451 3,2791398 1,136,945 34.7 2.450.145 


The receipts and shipments of the Northwestern markets 
were smaller this year than in any corresponding week 
since 1878, and the Atlantic receipts the smallest since 
1877. Compared with the previous week of this year there 
is an increase of 532,600 bushels in Northwestern receipts, a 
decrease of 361,000 bushels in Northwestern shipments, and 
very little difference in the Atlantic receipts, which are just 
about the average since April. Of the shipments, 167,335 
bushels went down the Mississippi, against 339,149 last 


year. 

Of the Northwestern receipts, Chicago had 53.2 per cent., 
St. Louis 19.2, Peoria 7.8, Toledo 7.6, Milwaukee 7, Detroit 
3, Cleveland, 1.1, and Duluth 1.1 per cent. The chief 
changes from the previous week are increases of 209,000 
— at Chicago, 247,000 at St. Louis, and 95,000 at 

eoria. 

Of the Atlantic receipts, New York had 65.8 per cent., 
Philadelphia 12.9, Montreal 7.8, Baltimore 5.1, Boston 4.5, 
New Orleans 2.6, and Portland 0.3 per cent. The chief 
changes from the previous week are an increase of 158,000 
— at Philadelphia and a decrease of 160,000 at Mon- 
treal. 

Of the exports from these ports for the week, 58.6 per 
cent went by New York, 21.5 by Montreal, and # by New 
Orleans, whose exports, including two cargoes of California 
wheat brought there by rail, were more than twice as great 
as the total for the nine previous weeks. 

For the week endin; Sone 21, the exports were 808,790 
bushels of grain and 48,874 barrels of flour, against 3,427,- 
710 bushels of grain and 59,015 barrels of flour in the cor- 
responding week of last: year. 

For the week ending June 24 receipts and shipments at 





Chicago and Milwaukee were - 
-—_——-Receipts.—_—— ———-Shipments.-—— 
1892. tgei. oer gal. 
Chicago........ 1,427,223 4.285.857 2,476,414 4,310,717 
Milwaukee... 243,140 542/83" 146.722 "658,899 
Ea 1,670,363 4,828,689 2,623,136 4,969,616 





The decrease in receipts is 65 per cent.; in shipments, 47 


553 | cent., by pipe line. 





3899 


per cent., and the shipments were one half greater than the 
receipts. 

Receipts and shipments at Buffalo for this week ending 
June 24 were: 


-- —Receipts.—— , — Shipments.——. 

1882. 1881. 1882. 1881, 
By rail...... 696,600 1,048,800 793,700 2,136,700 
By water........ 1.134,000 2,881,000 655,000 1,386,500 
Se 1,830,600 3,929,800 1,448,700 3,523,200 


The decrease in water receipts was comparatively greater 
than that in rail receipts, but in shipments the decrease was 
63 per cent. by rail and but 5% per cent. 5 oe But this 
was the first week of the rallroad war last year, and this 
made the rail shipment very large. 


For the week ending June 24 receipts at four eastern 
ports were: 


Bushels: New York. Boston. Phila. Baltimore. Total. 

1882.... 1,867,542 218,959 215,450 159,008 2,458,959 
188L.... 3,102,778 491,838 345,700 942,745 4,893,061 
1880. . 4,366,382 632,075 1,924,485 1.067.440 7,980,382 

P.c. of total: 

1882 ... 75.9 8.9 8.7 6.5 100.0 
1881.... 63.4 10.0 7.1 19.5 100.0 
1880.... 54.6 79 24.1 13.4 100.0 


The Boston receipts are considerably larger than for 
several weeks previous. Philadelphia and Baltimore to- 
gether have 15.2 per cent of the whole, against 26.6 last 
year and 37.5 in 1850. 

Of the New York receipts for the week 1,159,105 bushels 
(62 per cent.) of the whole was by rail this year, against 
2,088,170 bushels (67 per cent.) last year. 


Coal Movement. 


Coal tonnages for the week ending June 17, are reported 
as follows : 


1882, 1881. Inc. or Dec. P.c. 
Anthracite. .... ...... 681,339 627,453 L 53.886 8.6 
Semi-bituminous....... 91,086 101,064 D. 9,978 9.9 
Bituminous, Penna.... 61,031 44,744 I. 16.287 36.2 
Coke, Penna........... 54,542 39,233. 15,309 830.2 


Anthracite trade continues to show an improvement. The 
business at tidewater is active. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending June 17 was: Coal, 176,549; coke, 54,542; 
total, 231,091 tons. The total tonnage this year to June 17 
was 5,115,058 tons. 

A strike of the miners in the Clearfield Region an June 
26, but only a part of the men went out. On behalf of the 
miners a “y ition has been made to submit the troubles 
in ng the Cumberland and the Clearfield regions to arbi- 
tration. 

The Philadelphia & Reading will make its tolls on coal from 
July 1 on the basis of $1.90 per (long) ton from Schuylkill 
Haven to Philadelphia. The old rate is $1.80 per ton. 


Petroleum. 


Stowell’s Petroleum Reporter gives the following figures 
for the Pennsylvaniaand New York oil regions for the month 
of May, in barrels of 42 gallons : 


1882. 1881. P.c. 
Production..... ......... 2,486,57' 2,393,293° 93,279 3.9 
Shipments .. ........... 1,827.356 1,678,134 149.222 8.9 
Stock, May 31............ 29,205,697  23,7-3,028 5,413,669 22.8 
Producing wells.. ...... 19,350 16,150 3200 19.8 


Of the production 1,486,047 barrels came from the Brad- 
ford District, and 666,500 from the Allegheny District, mak- 
ing 2,152,547 barrels, or 86.6 per cant. from the compara- 
tively new northern fields. The production was the largest 
ever reported in a month. 

The shipments were larger than those of any other month 
this year, but were exceeded in each month of the last half 
of last year. 

Of the stock on hand 340,954 barrels are reported at 
wells ; 100,000 in private tanks, and 28,765,743 in pipe 
lines ; total, 29,206,697 barrels. 

At the close of the month there were 381 drilling wells re- 


rted. 
Shipments away from the regions were as follows : 





P. c. 

total 

it cece nica cedndskelsabe).enavaaeod ces 22,37) 45.0 
IN 603.6.050060Keetevauvedonesous r 14.2 
accrieskciebsien 26065060 000ee% cua ‘ 2.6 
a 18.3 
Pittsburgh..... ba 3.5 
Down the Ohio van 1.9 
Local pointa........ ....-+.-. y 6.0 
Refined at creek refineries................-.-005-05 154,682 8.5 
ONE. psinis ins cced cic snwedesewae dnaveeusvabs 1,827,356 100.0 


Of the oil refined at Creek retineries (reduced to its equiva- 
lent in crude) 85,548 barrels went to New York; 1,893 to 
Philadelphia ; 2,340 to Baltimore ; 29,443 to Boston, and 
35,458 to local points. 

Of the shipments from the wells, 743,871 barrels, or 40.7 
per cent., were by rail, and 1,083,485 barrels, or 59.3 per 
The largest item reported in the rail 
shipments is Philadelphia and Erie, ‘‘ Bradford to Creek,” 
353,638 barrels. 


Pro-rating Drayage and Switching Charges at 
Western Points. 

The Trunk Line Executive Committee has given notice 
that, beginning July, their lines will not participate in any 
payment of any charges at Western points for drayage, 
switching or equalizing deliveries on either east-bound or 
west-bound freight. 


Immigrant Traffic Over the Michigan Central. 

From March 1 to June 34 the Michigan Central alone 
carried between Detroit and Chicago 1, car-loads of im- 
migrants, numbering about 43,000 persons, about one-third 
of whom were Canadians, who went chiefly to Manitoba. 


Southwestern Association Rates. 


The tariff of June 21 muke;s the following east-bound 
rates, chiefly in cents per 100 lbs. to Kansas City, Leaven- 
worth, Atchison and St. Joseph. 








Miss. River Toledo or 
Per 100 lbs.: Chicago. points. Detroit. 
Class 1.. 85 65 9s 
of 70 50 80 
“8 45 35 53 
” 30 25 35 
- 25 20 30 
B : 30 i 
eo eee eee 30 p 37 
> . Biase siainern ade aman sith 20 15 25 
Salt, Cement and Plaster... 206 113% 21 
Coke and hard coal......... 20 15 
Lime and cooperage........ 25 15 30 
Per ton of 2,240 lbs.: e 
Rails and pig-iron... . .....$4 $3 $5 
Per barrel: 
Ae reer $1.10 0.55 $1.45 


The rates on lumber by the new arrangement per 100 Ibs. 
are 28 cents from Detroit and Toledo, 23 from Chicago 
and Milwakee, 18 from Moline, Rock Island and Davenport, 
17 from Muscatine, Burlington, Fort Montrose 





Madison and 
16 from Keokuk, Quincy and Hannibal, and 15 from Louis- 
iana, Alton, St. Louis and East St. Louis. 








400 








Lumber Rates. 

Ata meeting heldin Chicago, June 28, to consider pro- 
tests against the present rates ov lumber, new rates were 
agreed upon as follows, to take effect July 1: From Miss- 
issippi River points, including St. L mis and Quincy to Mis- 
sour: River points, 154 cents per 100 feet; from Keokuk, 
1614 cen's: Burlington and vicinity, 17 cents; Rock Island 
and vicinity, }7!¢ cents; Clinton, 184 cents, and Chicago, 
23 cents. 


Grand Trunk Passenger Rates. 


The Grand Trunk Railway has always claimed the right 
of making the rates between Boston ard New England and 
the West lower than the regular rates by the more direct 
lines, and has exercised it. It has, however, been a dis- 
puted question bow preat a difference should be allowed. It 
being jeft to Mr. Fink to propose a solution, te has sug- 
rested that the difference b tween Boston (and other New 
in land points) and Chicago be $3 in first-class and $2.60 on 
second-class tickets. The Boston & Albany vow claims that 
if the Grand Truok be allowed a difference on Boston tickets, 
the Boston & Albany shall be allowed one on passenyers 
from Nortbern New England points (such as St. Albans and 
St. Johusbury), to whom that route is less direct than the 
Grand Truvk. This matter is to be settled at a future 
conference. 


California Wheat Exports via New Orleans. 

The New Orleans Picayune of June 17 says: 

“On Thursday the steamships Prinz Friederich and Dis- 
coverer cleared trom this port with 41,934 sacks of wheat, 
initial shipments from California by way of the Southern 
Pacific Railroad, As yet the system of hand.ing grain in 
bulk bas not been introdu+ed on the Pac. fic coast, and these 
shipments are in the form in which the cereal products of 
Catiornia are usually handled. 

** These shipments are merely experimental, but it is to 
be presumed that they are being made pretty nearly within 
the limits of the cost by the ocean voyage from San Fran- 
cisco, and no considerable sum of that money is being lost 
upon them. Tobey will demonstrate practically, at all 
events, what can be done in this respect, so far as time is 
concerned, and attract the attention of the grain trade 
abroad to the new route across the continent.” 


Milwaukee Rail Shipments East. 
The shipments in the month of May last were: 
P. c. 
Tons. of total. 
By Chicago & “orthwestern..............005 0 000093,965 23.3 
By Chicago, Milwaukee & St. Paul............... 7A71 47.7 
By Detroit, Grand Haven & Milwaukee........... 4,742 27.0 


SMM, sa ckdcrusataaatcasentatsdtaaer dea ewiaed ¢ 15,678 100.0 

The shipments of the Northwestern and the St. Paul are 

included in the Chicago shipments which we report weekly. 

The Chicago, Milwaukee & St. Paul carries to Milwaukee 

most of the freight that it receives from the West, which 
gives it advantage in securing shipments to the East. 


Soutkwestern Railway Association. 


Ata meeting held in Chicago, June 28, a committee was 
appointed to treat with Eastern trunk lines in regard to 
discrimination in rateson business for St. Louis as against 
business from the sea-board to Missouri River points. The 
meeting adjourned to Sept. 1. 


Colorado Traffic Association. 


Ata meeting held in Chicago, June 28, this Association, 
after discussing the question of a division of busines-, deferred 
further consideration of the subject to Sept. 1, the present 
status to prevail in the meantime; failing to agree then the 
question will be arbitrated. The meeting deciaed to appoint 
a permanent arbitrator to act for tbe Southwestern, 
Colorade Traffic and lowa Trunk Line associations, and a 
committee was appointed to recommend a plan of selection. 


Traffic Included in Southwestern and Colorado 
Associations. 


Commissioner J. W. Midgley, of the Southwestern Rail- 
way Association, bas issued a circular regarding the treat- 
ment of business from the Middle States. He gives notice 
that on business covered by the Southwestern Railway As- 
sociation and the Colorado Traftic Association, carried via 
Chicago or points common thereto, originating at Buffalo, 
Suspeosion Bridge, Black Rock, Dunkirk, Erie, Salamanca, 
Pittsburgh, Wheeang, or Parkersburg, and common points 
west thereof, except as bel.w, “the Middle and Western 
Stetes classification” may govern as far as the Mississippi 
River. This does not apply to business from points north 
and east of Lafayette, Iud., and local of and invluding De- 
trot, Toledo, Defiance and Fort Wayne, but may apply to 
bu-iness destined as above from ail other common points 
east of the state of Lilinois and west of the trunk lines 
termini. For this purpose the Southwestern Railroad A-so- 
ciation may be understood to include all freight traftic 
destined to or through St. Joseph or Kansas City, Mo., aud 
Atchison or leavenworth, Kan., excepting as follows: To 
points in Colorado or on the Denver & Rio Grande Railway, 
to points on the Southern Pacific Railroad, and to points on 
the main line of the Union Pacific Railway, or west thereof. 

The Colorado Yrattic Association embraces all freight 
traffic de.tined to any point in the state of Colorado, or on 
the Denver & Rio Grande Railway carried via Council 
Bluffs, Plattsmouth, Atchison, Leavenworth, Kansas City, 
orsouth thereof. Tbe lines on which the said traffic origi- 
nates are at liberty to quote from common points in .the 
territory above described to any point on the Mississippi 
River, from Clinton, Ia., to Louisiana, Mo., inclusive, the 
rates which may be current from time to time from such 
commen points to the Miss'ssippi River, subject to the lo- 
cal rates of tne associations above named from the Mis- 
sissippi River to the Missouri River; and the roads lead- 
ing westward from Chicago will each accept and alike re- 
quire as their proportion of the current rates irom such 
common points to the Mississippi River a division based on 
207 miles tor the distance between Chicago and the several 
Mississippi River points. 

The arbitraries from either bank of the Mississippi River 
to the Missouri River are: First-class, 65 cents per 100 
pounds; second, 50; third, 35; fourth, 25; special, 20; A, 
25; B, 20; C, 15; salt, cement, or ovis, 113g; coke or 
coal, 15; lime, staves, or heading, 15; coal oil, per barrel, 
55; railroad and pig iron, per ton, $3. For convenience in 
figuring divisions of the through rates, the following rule is 
adopted: Call 50-100 of one cent, or any amount over that 
fraction, one cent: drop 49 100 of one cent or any amount 
less. The divisions should be noted on the waybills by the 
line on which the traffic originates, showing the proportion 
accruing to the lines east and west of Chicago, respectively. 
The lines west of Caicago will then add their proportion to 
the arbitraries west of the Mississippi Kiver and way-bill 
from Caicago to the Missouri River at the through rate thus 
ascertained. 

A full list of distances and percentages to govern in the 
division of through rates fr.m the various Middle States 
points to the Mississippi River when carried via Chicago is 
also given in the circular. 


THE RAILROAD GAZETTE. 


RAILROAD LAW 


Louisiana Railroad Law. 

The Louisiana Legislature has passed a general law 
authorizing the consoldation of railroad companies existing 
or to be formed hereafter in that state with companies or- 
ganized under tue laws of other states. 





THE SCRAP HEAP. 


Locomotive Building. 


The Mason Machine Co. at Taunton, Mass., is building 
several engines for the Wheeling & Lake Erie road. Two 
narrow-gauge engines were recently shipped to the New 
York & Manhattan Beach road, and two to the Boston, 
Revere Beach & Lynn. 

Chicago papers report that contracts have been awarded 
for the erection of the buildings for the Garfield Locomotive 
Works at the new town of Garfield, near Chicago, at a cost 
of $102,000. They are to be completed by Oct. 1. The 
buildings include an erecting and machine shop 453 by 83 
feet. two stories high, a boiler chop, foundry and blacksmith 
shop, each 20 by 82 feet, together with a tender and truck 
shop, and a pattern shop of ample proportions. 

The Rogers Locomotive Works in Paterson, N. J., has 
ececaaaa two engines fur the Bruuswick & Albany 
road. 


Car Notes. 


The Boston & Albany shops at Allston, Mass., have com- 
pleted an entire train, including baggage, smoking, passen- 
ger and drawing-room cars, to run on the fast train between 
New York and Boston. 

The New Haven Car Trimming Co., whose shops were de- 
stroyed by fire last week, has promptly rented otber shops 
and started work again. New machinery has been ordered, 
and in a very short time work will be fully resumed. 

Toe New York, Ontario & Western shups in Oswego, N. 
Y., bave completed 250 gondola cars for the road, and will 
soon begin work on a number of new box cars. 

The Canton Car Works in Canton, O., are building a num- 
ber of box and scock cars for the Cleveland, Akron & Col- 
umibus road. About 100 men are now employed and the 
force will soon be increased. 

The Congdon Brake-Sboe Manufacturing Co. has this year 
established a factory of its own on Fifty-ninth street in 
Chicago. The shop is now employing 25 men, and turning 
out frum 10,000 to 15,000 Congdon brake-shoes per month; 
the demand for which is found to be rapidly increasing. 

The Central Vermont shops in St. Albans, Vt., have com 
ous five open ‘“ observation” cars for the Brattleboro & 

Vhitehall road and are building a number of box cars and 
some refrigerator cars. The latter are to run on the butter 
truin between St. Albans and Boston. 

Extensive car shops are in progress for the Canadian 
Pacific read at Perth, Ont. The bu ldings inc!ude an erect- 
ing shop 200 by 75 ft.; wood-working machine shop, 170 by 
75 ft.; blacksmith and machine sbop, 180 by 75 ft.; drying 
kilb, saw-mill, boiler-house and engine-house. 

The Youngstown Car Works in Youngstown, O., are 
building a number of platform cars for the Pittsburgh & 
Lake Erie read, 

The Vulcan Iron Works in Chicago recently delivered a 

ile-driver car tothe Atchison, Topeka & Santa Fe road. 

his is the fifth car of this kind buiit at the Vulcan Works 
for this road. Several other pile drivers are in progress for 
other roads. 


Bridge Notes. 


Whitlock & Power, of Hudson, N. Y., have taken a con- 
tract for an iron highway bridge at Hinsdale, Mass. It will 
be of 62 ft. span, width 18 ft., roadway and two 5 ft. side- 
walks. 

The Central Bridge Co. in Buffalo, N. Y., has the contract 
for several bridges on the New York, West Shore & Buffalo 
road. 


Iron and Manufacturing Notes. 

Secaucus Furnace at Secaucus, N. J., is in blast and mak- 
cia 400 tons of iron a week, with anthracite coal as 
fuel. 

The Columbus (O.) Rolling Mill is at work ona heavy 
order for steel raiis. 

Reilly, Seidel & Co. are building a new steam forge near 
Harrisburg, Pa. The buildings are well advanced. 

Catharine Furnace in Spotsylvania County, Va., has 
been leased to Henry R Hain<s, of Nex. York, who will re- 
build the furnace aud put it in blast. 

The Youngstown Iron & Mining Co. has been organized 
in Youngstown, O., to work some iron ore lands in Mar- 

uette County, Mich. The mines will be connected with the 
Sbicago & Northwestern road by a branch. 

‘A company ts to be organized to build a blast furnace on 
the Roaring Run iron property in Allegheny County, Va., 
near Covington. 

At a recent meeting of the McLeod Air Railroad Signal 
Co. in Boston, the fullowiog-named directors were elected: 
Colonel Thomas R. Sharp of New York, C. A. Loud, J. 
McLeod, J. &. Stewart, Jr., and C. P. Goreley of Boston. 
At~a subsequent meeting of the directorsC, A. Loud was 
choseu President: Colonel Sharp, Vice-President and Gen- 
eral Manager, and J. W. McLeod Superintendent. 

The Ceutral Virginia Iron Co. will soon begin work on a 
blast furnace at Riverville, Amherst County, Va., not far 
from Lynchburg. 

The Chickies Iron Co. at Chickies, Pa., is running three 
furnaces, the product being all taken, under contract, by 
the Conewago Iron Co., of Middletown. 

Low Moor Furnace at Low Moor, Va., has gone out of 
blast for repairs. Extensive improvements will be made. 

The Hubbard Rolling Mill in Hubbard, O., has been 
leased to Mr. Thomas Thomas, of Erie, Pa., who will start 
it up soon. 

The Studebaker Wagon Works at South Fend, Ind., em- 
ploy 1,200 men and turn out wagons and carriages of every 

ind. They lately turned out 100 wagons for the Street 
Cable Car Co., of Chicago. 

The Wheeler Iron Co. has stopped its furnace at Sharon, 
Pa., for repairs, after a run of three years. 

The Shawnee Kolling Mill at Columbia, Pa., is being re- 
paired and enlarged. 


The Rail Market. 


chiefly of small lots. Quotations are $48 to $50 per ton at 
mill, with $51 to $52 paid for light rails. 

Iron rails are variable and- uncertain. Quotations varv 
from $45 per ton at mill for heavy rails up to $47 to 248.50 
for light sactions. A few small sales of foreigu rails are re- 
ported at about $43.50, 

Spikes are quoted at $3 to $3.10 per 100 Ibs.; fish-plates, 
$2.50 to $2.60; track-bolts, $3.75 to $4, the last-named 
price for hexagon nuts. 

kor steel blooms sellers ask about 838 per ton, duty paid, 
at tidewater, but no sales are reported at that figure. 

Crop ends are nominal at $23.50 to $24 per ton in Phila- 
delphia. Small sales of old iron rails are reported at sea- 
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board points at $26.50 for tees and $27.50 for double-heads. 
A sale of American rails is reported at $27.50, delivered 
near Pittsburgh. 


The Iron Strike. 


The situation in the Western iron mills continues un- 
changed, except that some small concerns have resumed 
work, having complied with the demands ci the men, Tie 
strike is practicai!y confined now te Cleveland and Pitts- 
burgb. In Cleveland the Rollisg Mill Co. continues to work 
with a partial force of iun-union men; there has been no 
farther rioting, although there is an uneasy feeling, and 
trouble is looked for by many. 

In Pittsburgh one large mill has started with new hands 
brought from other places, but most of the mills are idle all 
through Pittsburgh and the surrounding district. Tne men 
have been generally quiet and orderly, and probably there 
bas never been a great strike accompanied by so little dis- 
turbance. 


Railroad Nicknames. 

It is already apparent by the general application of the 
name that the New York, Chicago & St. Louis Railroad 
will be popularly known as “Tue Nickel Plate,” and that 
the title under which it received its baptism will only appear 
upon the legally official records. The public caught on to 
the name very readily when it was first applied, and it will 
stick so long as the road remains, just as ‘‘ Pan-handle,” ‘‘Bee 
Line.” ‘‘ Big Four.” and other nickoames stick and become 
the popular designation of railway lines. One reason for 
applying these brief but expressive nicknames is that the 
American public is always too busy to waste time and 
breath over the long combination of polysyllables found in 
the legal names of some lines. A short cut is wanted, and 
the first expressive nickname offered 1s acceptei. As a 
sample, the Cincinnati, Indianapolis, St Louis & Chicago 
seems an interminable terror to contemplate, and a person 
somewhat inclined to the hamt of stuttering, who began to 
pronounce this combination during Grant’s first term, has 
but just got through with the short & and begun on Chicago. 
He hbasn’. had time to hear of brief ‘‘ Big Four.” So with 
the Cleveland, Columbus, Cincinnati & Indianapolis. It is 
only the government bondholder that ever wastes time 
going over all that. None of the natives who have a settled 
occupation and work by the piece can affordit. 3 C’s is 
convenient, and frequently used, but ‘*B-e Line” is most 
popular and everywvere understood. This name has been 
accepted by the company, and their advertisements bear it 
in big letters, or express it with the cut of a bee. The omgin 
of the name, Bee Line, however, does not warrant the in- 
troduction of that busy insect. The term arose from the 
letter B, and not from the bug bee. It cameabout when the 
road was in the Indianapolis & Bellefontaine and Bellefon- 
taine & Indiana stage. when John Brouzh was the control- 
ling spirit. The B's of Bellefontaine and the B of bis own 
name, by some strange accident, were made to prominently 
appear upon a poster. The ex-Governor caught on the trick 
immediately, and tbe road was soon labeled ** B” line. 
Later administrations have added the ee’s to the name and 
value to the title by making it Bee Line. As it now appears 
the name suggests a straight line—a bee line. 

It is believed that the story of the mannerin which the 
name * Nickel Plate” first came to be applied to the New 
York, Chicago & St. Louis has never been given in print. 
It occurred this way: During the time the line was being 
surveved Norwalk be'd strong hope of securing the road. 
The town offered inducements, and was somewhat en- 
couraged in the belief that it wou'd secure the road, so much 
so that it grew large under the hat and made many bwasts; 
it patronized neighboring towns and villages vr bamlets, 
and styled itself a city, ail on account of a survey line and 
the prospect «f securing the New York, Chicugo & St. 
Louis Railroad. After a time, however, the civil engineers 
of the road surveyed a new route, which comfortably 
missed Norw lk and bit Bellevue. Then the latter town 
crowed—crowed twice, once over its own prospective pros- 
erity and again over thedownfall of Norwalk Naturally, 
Norwalk was chagrined, and as the road began to take 
form, and the town saw itself getting left, a feeling came 
over it similar to that which the fable credits to the fox in 
the grape story. Inthe midst of these sad sensations, it 
occurred to Norwalk that the New York, Chicago & St. 
Louis Railway was not of much avcount anyway, it was 
N. G., not the real stuff, merely nickel piated. When 
Bellevue boasted, Norwalk replied that it might take the 
Nickel Plated institution and be—bappy. Bellevue did take 
it, and appropriated the tern Nickel Plate, but proudly in- 
terpreted it as meaning something bright, polished and per- 
fect. The name “ Nickel Piate” immediately caught on, 
until now it is more widely known than the legal title, New 
York, Chicago & St. Louis.—Cleveland Herald. 

The American Automatic Freight Brake. 

During the month of May 376 freight cars fitted with 
automatic brakes by the American Brake Co., of St. Louis, 
were inspected in the St. Louis & San Francisco vards in 
thatcity. Only 25 0f these needed repairs to the brake, 
and none of them had to be sent tothe shops. These cars 
had been in service from two to 15 months, a majority of 
them four or five months. 


OLD AND NEW ROADS. 

Bath & Hammondsport.—We are informed that the 
earnings of this road for May last, were 5314 per cent. 
greater than in May, 1881, the mileage both years being 
the sume. 

Boston & Maine and the Eastern —The Boston 
Tronscript publishes the foliowing as the terms of the pro- 
position regarding the 1 ase made between the Eastern and 
Boston & Maine: ‘‘ The Boston & Maine proposed to the 
Eas'ern tha: the earnings of both companies be treated as 
a whole, that out of the net earnings, the iuterest upon the 
bonded debt of both roads be first paid; then 8 per cent. 
upon the stock of the Boston & Maine Rsilroad Company, 
and then any surp!us divided in equal per cent. upon both 
the Eastern and Boston & Maine stocks. This proposition 
was satisfactory to the bondholders of the Bostera Railroad 
Company, but has been rej-cted by reason of tne opposition 
of the Eastern Railroad Company stockhol-lers. The East- 
ern Rallroad Company offers to lease to the Boston & 
Maine Railroad Company upon like terms, save that after 
Boston & Maine Railroad Company stock has paid 8 per 





The mart et for steel rails is quiet and steady, with sales | 


cent. dividends, Eastern Railroad Company stock shall be 
entitled to 6 ond cent. dividends before both companies di- 
vide the surplus.” 

At a meeting of the directors of the Eastern Com- 
|pany in Boston, June 27, the conference committee 
| was instructed to present the following as the cundi- 
| tions to be insisted upon for a lease of the road to the 
Boston & Maine. The net earnings of the joint prop- 
erties to be applied first, to the payment of all interest on 
|the funded debt and rental coarges of leased roads of both 
companies; second, to the payment of 8 percent. on the 
| stock of the Boston & Maine; third, to the payment of 6 per 
cent. on the stock of the Eastern; fourth, any surplus to be 
divided between the two companies, 1 per cent, alternately 
to the stock of each 
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Boston & New Yerk Air Line.—The New York 
Tritune cf June 2Y says: **The directcrs of the Boston & 
New York Air Line Railroed Company have approved an 
agreement ior the lease of their road for 99 years to the 
New York, New Haven & Hartford Railroad Cc mpany. 
No meeting of the Air Live stockholders has been called 
yet. but littie doubt is entertained that the lease will be rat- 
ified. By its terms the New York, New Haven & Har'ford 
guarantees an annual dividend of 4 per cent., pavable on 
Apiil 1 and Oct. 1, 0n the preferred stock, and the 7 per 
cent. intere-t on the $500,000 first-mortgage bonds of the 
Air Line, together with ali taxes on the stocks and proper- 
ty. The Air Line road runs from New Haven to Willimantic, 
Conn., a distance of 50 miles. It has been operated under 
a pooling contract with the New Haven Company.” 

The terms named above would make the yearly rental 
about $155,000, which is a little more than the net receipts 
have been for the past two or three vears. 


Burlington & Northwestern —Ata meeting held in 
Bui hngton, Ia., June 22, both stockholders and bondholders 
voted by a lerge mujority against the lease or sale of the 
road to the Chicago, Burlington & Pacific Company, which 
is controlled by the Central Iowa. 


Burlington & Ohio River.—This company has been 
reorganized and arrangements made to begin work on the 
projected read. Contracts for a section starting from Carlin- 
ville, IU., will soon be let. 


Camden & Atlantic.—At a meeting of the stockhold- 
ers in Camden, N. J., June 24, the quesiion of confirming 
the purchase of a controtiing interest in the Philedeiphia & 
Atlantic City Railway was warmly discussed, and was 
finally contirmed, less than 300 sbar:s being voted in oj; po 
sution. Mr. Thomas H. Dudley, one of the directors, d+ sired 
to know by what au:hority the meeting was held. as Chan- 
e lor Runyon bad granted an injunction against the pur- 
chase. President Freeman explained that the Coancellor 
had issu: d an order allowing the Camden & Atlantic stock- 
holders to vote on the prop: sition, and then read the agree- 
ment by which William Massey, disposed of his intere~t ip 
the Phisad« Ipbia & Atlantic City for $500,000, that interest 
included $224.000 of first-mortgage bonds avd $74,500 of 
accumulated interest ; first-mortgage bonds held as collat 
«ral security and interest amoun‘ing to $97,540; floating 
dett of $165,944.10 ; 2,600 shares of stock valued at $130,- 
0U0 ; loc: motives and cars vaiued at $109,299.47, and in- 
terest amounting to $27,500—making in all $824,807.57 
tace value. Mr. Dudley objected to confirming the pur- 
chase, as he did not desire his company to become encum- 
bered with any more worthless property. Mr. Freeman 
claimed that if control of the Narrow Gauge was secured 
the Cumden & Atlantic would pay a good dividend iuside o1 
twelve months. The proposition was then put toa stock 
vote and carried. 


Chicago, Burlington & Quincy and the Atchi- 
son, Topeka & Santa Fe.— fhe Boston T:anscript has 
the followiag, which there is raason to believe is an accurate 
statement of the facts, which have very commonly been 
misunderstood ; 

_ ** The launching of a Ch‘cago Tribune story of the con- 
solidation of the Chicago Burlington & Q1-ncy and Atchi 
son, Topeka & Santa Fe Ruilroad compauies at the present 
time isquite laughable. If the plain truth must be told, 1t 
is tnat the influence of the Chicago, Burlington & Quincy 
in the mavagement of ihe Atchison, Topeka & Sania Fe 
has vever been less since Atchison was a dividend-paying 
stock than it is to-day. Of the 13 directors of the Atchison 
eompany only one, Gen. Paine, may be said to represent 
the Chicago, Buriington & Qui.cy interest, since he is also 
a director in the Burlington Company; but his name is 
more intimately assc ciated with the Atchison than with the 
Burlington. Last year there were four names ion the direc- 
tory of the Atchison Company that might be said to repre- 
sent in some measure the Chicago, Buriiugton & Quincy, 
and President Coolidge, of the Atchison, wes in the Cuicago, 
Burlington & Quincy directory. But Mr. Coolidge bas 
sold out most of bis Atchison stock, depressing the price 
several per cent. in disposing ot sbout 1v,000 shares, and 
must of the selling of Atchison for many months has been 
fom sources related to the Chicago, Burlington & Quincy 
Company. There was a time when the consolidation of the 
Atchison and Burlington companies was bing con- 
sidered by parties in both directories. This was 
ia the lattr part of the year 1880, and Presi- 
dent Coolidge was a_ believer in the —consolida- 
tion. Mr. Vandcrbilt, abcut this time, beceme affrigbted of 
Jay Gouls, and proposed an alliance of the dividend rail- 
road properties against Gonld’s bankrupt roads, whose 
irresponsible power for evil Mr. Vanderb It dreaded. The 
plan. which we outlined at the time, and which was so 
wirmly denied, embraced a watering of Atchison and 
Quincy stocks to a lower dividend basis and their ultimate 
union. a closer alliance between the Bos on and the Vander- 
bilt roads, and the joint purchase of the Lake Erie & West- 
ern road for this purpose. Mr. Vande bilt bought 10,000 
Chiesgo, Burlington & Qu.ncy shares, and about the same 
nutaber of Atchison shares. and with Boston parties bought 
a majority of the stock of the Lake Erie & Western Com- 
pany. Though the Atchison mad» its 50 per cent. stock 
dividend and brought its stock down from an 8 toa 6 per 
cent. investment, the Chicago, Burlington & Quincy fatled 
by reason of legal obstacles t> make its proposed stock divi 
dend of 6634 per vent. Mr. Vanderbilt then weakened and 
quietly sola out bis Lake Erie & Western at about 20 per 
cent. profit, and the grand combination was heard of no 


more. 

‘*Mr. Vanderbilt retains bis Atchison and Chicago, Burl- 
ington & Quincy stuck intere-ts, and the Boston people hold 
their Lake Erie & Western, but any consolidation of the 
Atchison and Chicago, Burlington & Quiocy is farther off 
than ever.” 


Chicago, Burlington & Quincy.—This company will 
begin on July 2 to run trains through between Chicago and 
Denver, 1,044 miles over its own tracks for the entire dis- 
tance. 


Chicago & Calumet Elevated.--This company bas 
been incorporated to build a railroad from some point on 
the South Side m Chicago to a point near the mouth of the 
Calumet River. The tracks of the projected line are to be 
elevated through the city. 


Chicago & Eastern Hlinois.—A_ dispatch from Chi- 
cago, June 24, says: “‘ The Coicago & Eastern Illinois iat- 
ter was up in the Federal Court to-day. There are two 
cases, both of which were appealed to the United States 
Supr'me Court, and both were reversed. Petitions for a 
rehearing iv each case were filed. Inone case a rehearing 
was granted. Tnis is the case which gives the Chicago & 
Eastero [lincis Railroad Company its title to the property. 
The case in which no rehearing was allowed was ordered to 
Circuit Court. This morning it was called up and presented 
to the Court and an order asked for to refer the same to the 
master to find the amount of interest due on the first-mort- 
gage bonds, but the Court deciined to make any order until 
next Wednesday. This case, which will go to the master, 
will, it is claimed, interfere in no way with the title of the 


Eastern Illinois, as that title is sustained and by the decree 
in which a rehearing wus granted.” 


Chicago, Milwaukee & St. Paul.—A Chicago dis- 
patch of June 24 says that negotiutions are nearly completed 
for the transfer of thesleeping car businesson thiscompa y’s 
lines to Puliman’s Palace Car Company. 

A Milwaukee dispat-h of June 27, savs that track is all 
laid on the Counci! Bluffs Extension, or, as the official name 
is. the Chicago & Pacific Western Division. The new line 
begins at Marion, Ia., and runs thence north of and generally 
parallel to the Chcago & Northwestern’s Council ‘ Bluffs 
lives. Itis 26% miles long from Marion to Council! Bluffs, 
making the distance from Chicago to Council Bluffs bv this 
road 490 mil+s,against 488!¢ miles by the Chicago & North- 
western, 498 miles by the Chicago, Burlington & Quincy, 
and 498 miles by the Chicago, Rock Island & Pacific. 

No time has yet been appointed for opening tbe new line, 
but through traias will probably be put of in a few weeks. 


Cincinnati, Atlantic & Columbus.—This company 
has filed articies of incorporation in Ohio for a railroad from 
a point on the Ohio River 0; posite Point Pleasant, W. Va., 
to Cincinnati witha branch from Fayetteville to Columbus. 
The capital stock is to be $3,500,000. 


Cincinnati, Hamilton & Dayton.—From July 1 
all passenger trains of the New York, Pennsylvania & Ohio 
road will :un over thisioed again Letween Cincinnati and 
Dayton. This change has been expected since the recent 
change in management. 


Coeur d’Alene —This company has been organized, with 
office at Spokane Falls, Wash. Ter.. to build a railroad from 
Rathdrum in that territory to Lake Cour d’Alene. The 
company intends also to build and navigate steamboats on 
the leke and on the Coeur a’Alene and St. Joseph rivers. 
Also to build railroads and wagon roads from various points 
on those rivers into the adjoining couutry. 


Concord.—Pisintiffs in the Burke suit against this com- 
pany having applied, on June 22, tothe New Hampshire 
Supreme Court for an attachment for contem)t against 
the company for an alleged violation of the injunction 
grante’ April 1, the Curt isssued an order for plaintiff 
to file a complaint under oath specifying particulars of 
alleged violation of the injunction on or before June 26, 
1882, and an answer of direction in te~ days afterwards 
The plaintiff's er tergie A is to be taken in deposition during 
the week beginning July 17, 1882, The defendant's te-ti- 
mony is to be taken in depositions during week beginning 
July 24, 1882. The testimonv is to be confined to the 
questions; How has the Cuncord Riilroad been operated 
since the injunction took eff ct? The defendant directors 
may testitv on whose and what advice and with what 
motives and purpose they have acted. L. $. Morrill and 
Warren Ciark, of Concord; George E. Dame, of Newport; 
C. G. Connor, of Exeter; C. B. Griswould, of Haverhill, 
aud C, A. Dole, of Lebanon, are the several commission- 
ers. Each side to print and furnish its testimony by Aug. 10, 
and its briefs immediately aiterward. Either side may fur- 
nish with its testimony a statement of any other facts 
which it offers to prove. 


Danvile & New River.— Track on this road is now com- 
pleted to Burnt Chimveys, ia Henry County, Va., 12 miles 
west from the old terminus at Cascade, and 34 miles from 
Danville. Tracklaying is in progress from Burnt Chimneys 
to Martinsville, 7 miles. 


Denver & New Orleans.—In the United States Cir- 
cuit Court at Denver, Col., June 22. Judge Hallett rendered 
a decision overruling the demurrer which the Atchison, 
Topeka & Santa Fe Company filed in answer to the bill ot 
the Deuver & New Orleans Company praying the court to 
compel the Savta Fe road to conuect and pro-rate with them 
on the Pueblo and Denver business, both freight and pas- 
senger, under the laws of the state which compels all rail- 
roads to conneet one with another. The Denver & New 
Orleans claims that the Santa Fe road was discriminating in 
favor of the Denver & Rio Grande. -vhich, Jike the New 
Orleans, runs between Denver aud Pueblo. The Atchison, 
Topeka & Santa Fe will file an auswer, after woich the case 
will be called for bearing. 


Ft. Worth & Denver City —Track on this road is re- 
ported laid to Henrietta, Tex., 21 miks beyond the last 
point noted. and 94 miles northwest from Ft. Worth. The 
new terminus at Hemietta is the nearest town to the region 
known as the Pan-handle of Texas, and is quite an important 
distributing point. 


Grand Rapids & Indiana.—The grading of the ex- 
teusion from Petoskey, Micb., to Mackinaw City is now all 
completed except a long trestle through aswamp, whicb is 
in progress. Track has been laid from Petoskey northward 
24 miles, leaving seven miles to reach Mackivaw City. The 
company is making arrangements for a steam ferry across 
= Straits of Mackinaw from Mackinaw City to Point St. 

gnace. 


Grand Trunk and the Great Western.—A special 
cable from London to the Toronto Globe savs : ‘* The agree- 
ment between the Grand Trunk and Great Western Railway 
lines, which has been signed by the presidents, will te sub- 
mitted at the meeting on the 2th inst. The united com- 
pany will assume the name of the Grand Trunk. The board 
of directors includes all of the Grand Trunk and Great 
We-tern Railway direvtors except Mr. Plunkett, M. P.. 
who succeeds John Swift. The terms of the agreement pro- 
vide that if 30 per cent. of the net earnings appropriated to 
the Great Western share of tbe capital should be in-utticient 
to pay a dividend of 5 per cent. on the preference and 3 per 
cent. on the remainder of tbe capital, then the amount re- 
quired to make up the deficiency shall be taken from the 70 
ver cent. of the Grand Trunk earmngs. If the net earnings 
do not yield the dividend agreed upon, the deficiency which 
remains is cumulative and shall be a first charge, payable 
out of the earnings of subsequent yeurs. As an additional 
security for the regular payment of the 3 per cent. dividend 
on the Great Western stock and a protection of the 70 per 
cent. appropria ed to the Grand Trunk, when a deficiency 
occurs in the 30 per cent. accruing to the Great Western, 
the united company will be at liberty to apply such portion 
as may be necessary to make good the deficiency from the 
present reserve fund of the Great Western.” 


Hannibal & St. Joseph.—Notice is given that 25 land- 
grant bonds have been drawn by lot for redemption, the 
numbers drawn being 43, 61, 134, 138, 151, 153, 239, 245, 
#247, 317, 330, 385, 451, 459, 476, 506, 528, 555, 559, 562, 
672, 715, 716, 784 and 844, Taese bonds will be paid on 
se to the Farmers’ Loan & Trust Company in 


. = York. Interest upon them will cease from Aug. 25 


Hartford & Connecticut Valley.—The negotiations 
for the lease of this road, which were last week reported as 
nearly concluded, have tallen through, the New York, New 
Haven & Ha:tford Company having finally declined to 
lease the rord at the terms named. The managers of the 
Valley road announce that they will go on at once with the 





work on the extension to Sprivgfield. It is well understood, 





however, that the road is on the market, and probably the 
only question is, whether it will go to the New Haven Com- 
pany or to the Boston & Albany. 


Illinois Midland —The United States Circuit Court has 
made an order consolidating in one the five separate fore- 
closure suits pending against this company. . 


Indiana, Bloomington & Western.—The middle di- 
vision, which 1s the line from Indianapo'is, Ind., to Sprinz- 
field, O., 142 miles, connecting the Peoria and Ohio divisi- 
ons, is now near'ty all ballas' Excursion trains were to 
pass over the road June 29, and a regular train will begin 
torun July 1. A number of the station buildings are ready 
and agents have been appointed. 

It is understood that the company has decided to build a 
line to Cincinnati, but the route is still uncertain. It is re- 
ported tbat the Whitewater road may be used as partof 
the hne, with some seven miles of new road, from Harrison 
Junction to Cincinnati, and four miles of new road on the 
vorth end, from near New Castle to Hagerstown. 


International & Great Northern.—The suit in- 
stiiuted some time since by the Attorney General of Texas 
to annul the charter of this company has been dismissed. 
The Supreme Court of that state decides that the charter 
of the company is valid and all of its franchises in iull force. 


Kalamazoo, Lowell & Northern Michigan.—An 
effort is being made to revive this old project, and it is said 
that contractors have made an offer to build the 45 miles 
from Kalamazoo, Mich., to Lowell. 


Lake Shore & Michigan Southern.—At a meeting 
of the board in New York, June 27, the following statement 
was presented for the half year, Juve partly estimated : 








188?. 1881. Inc. or Dee P. c 
ee $8.1 26,200 $8,954.96 D. $928,726 10.2: 
Expenses ............ 5,403,791 5,285,164 L. 118627 2.2 
Net earnings.... ..$2,622,409 $3,669,762 D. $1,047,353 28.5 
Interest, rentals and 
guaranteed dividends 1,500,000 1,362,000 I. 138000 10.1 
Surplus .......... $1,122,409 $2,307,762 D. $1,185,353 51.3 
Per cent «f expenses. 6.1.32 59.02 IL. 8.30 ..... 


The surplus for the half year is equal to 2.27 per cent. om 
the stock. One quarterly dividend of 2 per cent. was paid 
May 1, requiring $989,320. A second one in August of the 
same amount would leave a deficit of $856,170 for the half 
yexr. 

The report concludes as follows: ‘*‘ The half vear has been 
exceptionally pe uliar in its conditions. During tbe first 
part the tonnage was maintwined, but the contest that 
existed between the trunk lines produced unprecedented 
low rates, and a settlement of the disputed questions was 
reached just at a time when there occurred a marked 
diminution in the volume of traffic. This diminution was 
due to the deficient crops of the previous year, the deficiency 
having proved to b2 greater than had been estimated. At 
the close of the half year the outlook is clear for an active 
and healthv business, and a return to fai:ly natural con- 
dition. All contracts of every kind and description will 
expire with the present month, The line and its largely in- 
creased equipment and other facilities are in the best pos- 
sible condition, and prepared to do the large amount of 
tusiness which we have nuw reason to believe must come to 
it, even with full allowance for the eff-ct of new lires, at 
prices which will not be subject to the disregard conse- 
quent upon an active railroad contest. 

**In view of these circumstances, and of the fact that 
during the preceding four years, the net result 2xceeded the 
amount of dividends by $2,620,000, besides charging against 
revenue the cost of large additions to the equipment, it has 
heen considered unadvizable in justice to the stockolders 
to make any chunge 1n the rate of quarterly dividend.” 

The board decided to declare the usual 2 per cent. quar- 
terly dividend. 


Lake Vieux Desert.—This company has been organized 
to build a branch of the Milwaukee, Lake Shore & Western 
road from Menominee, Wis., to Lake Agogebic. Surveys 


will be made, but work 
year. 


Lehigh Valley.—The contract for the Rockport tunnel 
has been awarded to Mr. John Donoghue, of Emmittsburg, 
Md. The contract includes the double-track tunnel 1,200 
ft. long and the cutting at each end. The tunnel will be all 
through rock, and will be on acurve. This improvement 
will shorten the road 7,300 ft., cutting off a piece of road 
ar und a bend of the Lehigh River, which is almost a con- 
tinuous curve. 


Litchfield, Carrollton & Western.—Arrangements 
are being made to begin work at once on the section of this 
proposed road from Carrollton, IIL, east to Greenfield, about 
12 miles. Assoon as contracts are made, surveys will be 
begun for the 33 miles from Greenfield southeast to Litch- 
field. 


Manitoba Sout hwestern.—Regular trains have begun 
to run over this road between Winnipeg, Man., and Carman 
City, 51 miles. Only two trains a week each way are run. 
Tracklaying is in progress between Carman City and 
Nelsonville, 30 miles. 


Memphis & Charleston.—At the stockholders’ meet- 
ing June 22, to consider the proposed transfer of the road 
to the East Tennessee, Virginia & Georgia Company, no 
action was taken, but the meeting adjourned until Aug. 22, 
«zt Huntsville. 


Memphis & Little Rock.—In the suit of Russell Sage 
trus'ee, against this company, the Court of Chancery at 
Little Rock, Ark., on June 24, gave judgment against the 
company for the sum of $125,921, in favor of Sage. The 
Court then granted a petition for the appointment of a 
receiver, and selected Mr. E. K. Sibley, General Manager of 
the road, for that position. 

Some of the bondholders in New York claim that this is 
part of a = to force them to sell their bonds or to agree 
to accept 5 per cent. instead of 8, the present rate. 


Mexican Central.—The Mexican Denartment of Public 
Works has signed and delivered a concession, authorizing Mr. 
Rudolph Fink, General Manager of this road, or a company 
to be organized by him, to build a railroad from Polotitlan 
or El Cazadero, or some point between those places, to 
Aculco, with the privilege of extending the line to Jugmin 
and Lago de Arroyozarco. 


Midland North Carolina.—This compony bas offered 
bh 


will probably not be begun this 


to build a branch from its jeased Atlantic orth Carolina 
line at Core Creek, N. C., southward through Trenton to 
Onslow, about 33 a ae Jones and Onslow coun- 
ties will issue each $25,000 in bonds, making $50.000 in all; 


to be delivered when the road is done. The c.untry is 
pearly a dead level, and all the grading needed is enou_b to 
keep the road out of the water through the swamps. Most 


of the country on the line is heavily timbered with pine and 


some cypress, but towards the s rn end of the 
branch there is a good deal of cultivated land, the chief 
products being corn and tobacco, 
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Michigan Central.—At a meeting of the board in New 
York, June 27, the following statement was presented for 
the half-year ending June 30, the June earnings and ex- 
penses partly estimated: 

1882. 1881. Inc. or Dec. P.c 
$4,177.500 $4,340,000 D. $162,500 < 











OPUS, 035. Sevcincebe 3.7 
Expenses.......... .:. . 3,250,000 3,045,000 I. 205,000 6.7 
Net earnings.......... $927,500 $1,295,000 D. $367,500 28.4 

Interest and rentals..... 900,000 853,000 I. 47,000 5.5 
DOP IG cio snc inewssios 


$27,500 $442,000 D. $414.500 93.8 
Per cent. of expenses... 77.80 70.16 I. i 

The Treasurer’s statement says: *‘ ln common with others 
similarly situated, this line was adversely affected by the 
extremely low prices caused by the warfare of the trunk 
lines during a part of the half year and the marked fallin 
off in the volume of business, which occurred almost simul- 
taneously with the settlement of the issues and the restora- 
tion of substantially fair rates. 

‘* Besides the general deficiency in the crops of last year, 
to which this last effect was due, this line was affected, in- 
dependently and especially, by a deficiency in the crops of 
Michigan, relatively greater than that in the other states ; 
and the crops of Michigan are ordinarily carried to a very 
great extent upon this line. 

“The facilities of the line and its equipment have been 
materially increased and improved, and is all in complete 
condition, With very encouraging indications for the gen- 
eral erops of this year, those for that of Michigan are par- 
ticularly so, and it is believed that the disputes which so 
affected the result of the present half year have been ad- 
justed upon a basis practically permanent.” 


Montgomery Southern.—Track on this road is now 
completed to Bell Road, Ala., 10 miles south from the old 
terminus at Snowdon, and 20 miles from Montgomery. 
Grading has been begun on a second section of 20 miles. 


Nashville, Chattanooga & St, Louis.—This com- 
pany’s statement for May and the eleven months of the fis- 
cal year from July 1 to May 31, is as follows : 


Eleven 

ng A months. 
AMINE oii kc nahaaes cuca ysabechantions $36,014 $474,814 
PED 0.56 scasasceces ceenambecs! cutee 87,804 1,178,098 
SES i aa 0 cos chatarerenedasiarcaoeee wae 11,738 110,794 
OE sin iesecsacaadaen aceeaeeeee $135,556 $1,763,706 
po Serer Snieaared belgncaet ilese 81,193 1,039,736 
Net earnings... ........... adatien $54,365 $723,970 
RbO SENN ook cos cei caealas Wessaeaacs Rae sails 498,748 
CIO | 5 ncisss cacy ccdicever si cedadess cclswesicts sose 225,222 


As compared with the previous year the eleven months 
show a decrease of $185,713, or 9.5 per cent., in earnings ; 
a decrease of $145,444, or 12.3 per cent., in expenses ; a 
decrease of $40,269, or 5 3 per cent., in net earnings, and a 
decrease of $105,981, or 32.0 per cent., in surplus. 


New York & Boston Inland.—The Boston City 
Council has voted to approve the location of this projected 
road through the Roxbury District. Itis said that an ar- 
rangement has been completed by which the track and 
station of the Boston & Providence road will be used in 
Boston, the junction being made in Roxbury. 


New York Central & Hudson River.—lIt is stated 
that the freight brakemen on this road have asked for an 
increase of pay to $2.00 per day or $50 per month, and that 
they will strike if tnis is not conceded. 


New York, Chicago & St. Louis.—We are informed 
that track is now laid on this road from the Cleveland & 
Pittsburgh, crossing in Cleveland. O., east to Derby, N. Y., 
162.88 miles, and from the Lake Shore & Michigan Southern 
crossing in Cleveland west to near Grand Crossing, IIl., 
324.09 miles, leaving i only through Cleveland and at 
each end of the line. This makes a total of 486.97 miles of 
track laid, whereof 269.38 miles were laid in 1881, and 
217.59 miles have been put down since Jan. 1 last. This 
leaves about 2614 miles main track yet to lay, to complete 
the main line from Buffalo to Grand Crossing. Alread 
335 miles are ballasted very thoroughly, and the work is 
progressing rapidly. The line through Cleveland, includ- 
ing the viaduct, is well advanced. The roundhouse and 
shops at Conneaut are now being built. The telegraph line 
and fencing are well under way; work on all parts of the 
line is progressing favorably. 


Norfolk & Western.—This company’s statement for 
May and the five months ending May 31 is as follows : 


ny & Five months. 

MARINES. 5 cies Siseiee ddstussuccbnee $185,322 $850,116 

Expenses........ Pen rca ar pees 107,764 518,508 
Net COPMENGB: ao 00:00 csc esse cccces $77,558 $331,608 


Expenses include the estimated proportion of yearly 
taxes. For the five months there was an increase of $11,- 
875, or 1.4 per cent., in earnings; an increase of $54,867, or 
11.8 per cent., inexpenses, and a decrease of $42,992, or 
11.5 per cent., in net earnings. 


Old Colony.—This company’s summer time-table makes 
a very formidable volume, with numerous trains on all the 
lines and especially on those leading to the summer resorts 
on the South Shore, Cape Cod and the Islands. The com- 
pany now has 475.80 miles of road, included in no less than 
28 lines and branches, as shown in the following table : 

Main Line Division: Miles. 
Boston to Newport via Taunton..... 7 
South Braintree to Somerset Junction via Bridge- 

WEGEE co ccnsvsnvicnnde se seccevsscccsssocece : 
South Braintree to Plymouth ...  ..... ..........4. 
Braintree to Kingston via South Duxbury...... ...... 
Taunton to New Bedford, including Weir and Acush- 





i I oh cannes aw Skbee he eccesccecsccuesescs 21.78 
Dorchester & Milton Branch...................0000 eee 3.30 
SE See alickpenkscehineatee« wedeepecan a8 2.40 
GS I ca cisencs cceseescted sccccccvencecese 5.41 
Abington & Bridgewater Branch.................. ++ . 6.99 
Middleboro & Taunton Branch............ 0 .........008 8.04 
WD ID Sr puidene sas se cesNiwes <ccen coswesencess 7.94 
Rn RE IID ei Geis inch. cent ceca eed hicnqaasenanse 12.91 
secant ihc GaLGnON oneness: 45, sannbe 1.69 
CONE PE css cect ctccse eescceenes. cane 2.45 

236.60 





Northern Division : 
Fitchburg to Taunton, including Lancaster Mills and 





Framingham Prison branches..... ................5+ 72.64 
Framingham & Lowell Branch........ ........... ... 26.12 
Fitchburg & Worcester Branch....... ..............4 5.67 
SONS TINS Rs coe irene ca8) aks pon ceccetenseee cent 8.60 
MIN ori. o 5 ConaqucrtNteeheneess. ~ceedes we one ee 
Ro oe nee ee p 

115.86 

Cape Cod Division: 

Middleboro’ to Provincetown........0 ...-++sseseeeeeees 85. 
ON ie aii So cb Sa 6ud sich CEASE VSS 0 so cckewen 15. 
Woods Holl Branch 

BRIS Pn oo Sactiseentabessehesseneeccuctecde 





Total miles 


475.80 
The number of trains in and out of Boston is now so 


large that it is found n to adhere strictly to the 
block system between Boston and South Braintree, where 


the traffic is heaviest as the lines converge upon the main 
stem. 


Ohio & Mississippi.—Receiver Douglas asks leave of 
the Court to pay $17,000 in compromise of certain claims of 
Pullman’s Palace Car Company, which originally amounted 
to about $40,000. 


Pennsylvania.—This company’s statement for May 
shows for all lines east of Pittsburgh and Erie, as compared 
with May, 1881: 

An increase in gross earnings of (6.5 per cent.).......... $251,980 
An increase in expenses of (8.0 per cent.)................. 173,801 


TOR SOOND (ED DP OME ia cic cicccienees crrtances $78,179 
For the five months ending May 31, as compared with the 
corresponding period in 1881, the same lines show: 
An increase in gross earnings of (4.5 per cent)............ $810,690 
An increase in expenses of (16.2 per cent.).. ........ ...1,663,572 


Net decrease (11.3 per Cent.)......ccccecccccccccseses $852,822 
All lines west of Pittsburgh and Erie report a deficiency 
of $159,543 for the five months in meeting liabilities; a de- 
crease of $1,713,312 from the net earnings of the same 
riod in 1881. This deficiency was $57,987 in April, and 
as been increased $101,556 by May’s operations. The de- 
crease in net earnings for the; five months is $2,566,134 for 
the company’s whole system: for May alone the total de- 
crease is $23,377. 


Philadelphia & Reading.—This company last week 
issued a circular offering for subscription $13,500,000 of the 
new 5 per cent. consolidated bonds, first series, at 98, pay- 
able in five instalments, viz., $49 on each $1,000 bond on ap- 
plication, $49 on allotment, $98 on July 31, $392 on August 
31, and $392 on September 30, when the bonds are to be 
ready for delivery. Payments can be anticipated on any 
instalment day, a discount for cash being allowed at the 
rate of 4 per cent. per annum, and interest will be paid from 
May 1, 1882, anbeneenny, in November and May. The 
subscription was to close June 28, and it is announced that 
all the bonds not taken here are applied for in London. 

The proceeds of this issue will be applied as follows: $9,- 
864,012 in payment of existing obligations, $1,597,120 in 
purchasing rolling stock and terminal facilities at Williams- 
port for the Jersey Shore connection with the Vanderbilt 
system: $1,538,868 to replace the amount spent by the re- 
ceivers for new cars, locomotives and railroads, and $1,000,- 
000 for the building of the new Shamokin & Sunbury link. 
The three Jast items make a total new capital of $4,135,988. 
The $9,364,012 for existing obligations will be divided as 
follows: $3,324,515 for deferred coupon dollar scrip; 
$2,386,457 for receivers’ certificates; $1,755,660 for gen- 
eral mortgage coupons deferred sterling scrip; $1,662,000 for 
reduction of improvement mortgage by drawing for arrears 
of sinking fund; $134,400 first-mortgage sterling bonds, 
and $100,980 for the Perkiomen mortgage deferred coupons 
scrip. 

Of the whole proposed issue of these consolidated bonds, 
the first series of $80,000,000 are to be used to retire exist- 
ing debts, pay floating debt and provide for improvements; 
the second series of $80,000,000 to retire obligations of the 
Coal & Iron Company, purchase and retire securities of 
leased lines and other obligations, leaving about $10,000,000 
for future needs of the company, extensions, et. 


Quebec, Montreal, Ottawa & Occidental.—The 
transfer deed of the Western Division has been signed and 
given to the Canadian Pacific Company by the government 
of the province of Quebec, and the road was formally 
turned over June 20. The road transferred extends from 
Hochelaga (Montreal) to Ottawa, 119 miles, with the St. 
Jerome Branch, 21 miles, the St. Eustache Branch, 7 miles, 
and the Laurentian Branch, 15 miles. 


Raleigh & Augusta Air Line.—In the old suit of Balt- 
zer & Taaks against this company and others, to recover 
for iron furnished for the road about 1868, the United 
States Circuit Court has given judgment for the defendants. 
The amount involved was about $150,000. 


Red River & Lake of the Woods.—A contract for 
building this road from Grand Forks, Minn., to Lake of the 
Woods, 150 miles, has been let to Langdon, Shepherd & 
Co., who are to begin work at once. 


Richmond & Danville.—The reported sale of an 
interest in this company to the Baltimore & Ohio is denied 
by authority. It is not improbable, however, that there 
were some negotiations toward that end, but they have 
fallen through, and for the present there will be no change 
in the control of the company. 


Rochester & Ontario Belt.—This company has exe- 
cuted a mortgage to the Mercantile Trust Company, of New 
York, to secure an issue of $1,000,C00 bonds, the proceeds 
ot which are to be used to build the road. The proposed 
line runs around the city of Rochester, N. Y., and thence to 
Lake Ontario at Charlotte. 


Rome, Watertown & Ogdensburg.—As noted last 
week the holders of this company’s securities have so gene- 
rally assented to the plan of reorganization that a fore- 
closure bas not been necessary. The holders of consolidated 
bonds agree to extend their bonds for 40 years, at 5 (instead of 
7) per cent. interest, and accept new 7 per cent. non-cumu- 
lative income bonds for the overdue interest. The com- 
pany’s capital account will stand as follows: 
ae con celcuas Kamar desasWatrasoaeneswdy ekki news . $5,293,000 
Brber Mom Sette PORES. o.<.« .000cscncce cece secccces sees 2,940,0U0 
First consolidated convertible bonds.................... 5,400,000 
UU, CF ccs chcceececacetcce aseace . 2,250,000 

The annual interest charge, not including the income 
bonds, will be $480,800. 

Of the first consolidated convertible mortgage bonds the 
amount of $337,000 is held in the treasury of the company, 
and an additional amount of $292,000 is hypothecated to 
secure the floating debt. 

The agreement of the consolidated bondholders is stamped 
upon the bonds by the trustee, and a new sheet of coupons 
attached. 


San Joaquin & Sierra Nevada.—This road, the com- 
mencement of which was noted last week, isto run from 
Woodbridge, Cal., eastward to the famous Big Trees in 
Calaveras County, and thence across the mountains to the 
Bodie mining district. The company hopes to have the road 
running to the Big Trees this year. 


St. Louis & San Francisco.—The headings have been 
cutthrough in the long tunnel in the Boston Mountain 
south of Winslow, Ark., the present terminus of the Arkan- 
sas Branch. The tunnel will soon be ready for the passage 
of trains, and work will be resumed on the tracklaying 
southward. 


Securities on the New York Stock Exchange.— 
The fullowing securities have been placed on the lists at the 
New York Stock Exchange: 

Mutual Union Telegraph, $10,000,000 stock and $5,000,- 
000 mortgage bonds. 





Oregon Short Line, $1,500,000 additional first-mortgage 
bonds, issued on 120 miles of new road. 





Sinaloa & Durango.—This company offers to its 
stockholders a loan of $200,000 for one year at 7 per cent., 
with a bonus of 100 per cent. in stock of the railroad com- 

any. The company pledges for the payment of this $200,- 

its Mexican subsidy and the bonds of the company in 

its treasury. More than half the loan has already been sub- 
scribed. 

Mexican papers report that the ‘‘ Mercantile Convention 
of Paris” has subscribed $3,000,000 for the construction of 
this road. 

At latest accounts 1,000 men were employed on the grad- 
ing of the road between Altata and Culiacan. 


Southern Mining & Transportation Co.—This com- 
pany is building a branch road from the Alabama Great 
Southern near Tuscaloosa, Ala., northward about nine miles 
to the coal mines owned by the company on the Black War- 
rior River. The coal lands are now being developed and 
some coal is shipped by the river. 


Texas & St. Louis.—On the extension of this road is Mis- 
souri from New Madrid north to Bird’s Point, opposite 
Cairo, the rails are uow all laid and the track will soon be 
ready for use. Work is also progressing favorably on the 
line from Jonesboro, Ark., to Pine Bluff and between Pine 
Bluff and Camden. 


Utah & Northern.—The Salt Lake Tribune says: ‘In 
the construction of this railway through Idaho, the route 
through Marsh Valley was selected. The past two or three 
years there has been much trouble on this portion of the 
road, because of its being so low as to be covered each sprin 
with water to such an extent as to blockade the mots x 
new route has been graded, which leaves the old line at 
Arimo, and going off to the rigtt, reaches Harkness’ Ranch, 
a distance of seven miles, there uniting with the Oregon 
Short Line. From that point to Pocatello, a distance of 30 
miles, a third rail will be laid so as to accommodate trains 
on both roads, This new route is a little longer between 
Arimo and Pocotello than the present line, but it will be a 
great improvement, as it takes the road over land that is 
free from flooding. The grade is all completed and bridges 
are in place. Track layers from the Oregon Short Line will 
wed pe at work within the next few days laying this track, 
and when it is laid the old line will be taken up. During the 
laying of this new track there will be no rails laid on the 
Oregon Short line west of the Snake River, but work will 
soon be resumed at that point.” 


Wheeling & Lake Erie.—On the Toledo Extension of 
this road track is now laid for about 50 miles west by north 
from Norwalk, O., to a point about six miles from Toledo, 
The grading is substantially done, and tracklaying is pro- 
gressing steadily. 


York & Peach Bottom.—Arrangements are being 
made for the extension of this road from Delta, Pa., to the 
Susquehanna at Peach Bottom, about five miles. This ex- 
tension was all graded eight or nine years ago. 





ANNUAL REPORTS. 





The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette: 
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g . Cham 
Pacific Mail Steamship Co.. 


Cin., New Orleans & Tex. Pac 7 
Cleve., Col., Cin. & Indianapo.. > I restdevctecanentons +-s0et 217 
Cleve , Tuscarawas Vy. & Wh..190 Pennsylvania & N. Y.......... 100 


Columbia & Greenville.......... 
Columbus, Hocking Vy. & Tol. .222 
rere 339 


Pennsylvania Railroad 
& Atlantic ........... 246 
& Perdido... ws 


Cumberland Valley. 
DGRRWOTO oo oc ccccccccccccesssaccce E 
Delaware & Hudson Canal, 101, 176 
Delaware, Lacka. & West...... 71 a 
Del., Lack. & W. Leased Lines.340 ke. cote 23 
Delaware Western..........-.+. 1 ‘ P 
Denver & Rio Grande.... 
Des Moines & Ft. Di 








orcester 





Eastern R. R. Association......281 Queen Anne’s & Kent.. ....... 336 
Eureka & Palisade..............824 Richmond, Fred. & Potomac .,.216 
te, Te ee 40 Rochester & Pittsburgh........ 6 
re. ay a a 
Grand Rapids & Indiana. 324 St. Louis 


& San Francisco. 41, 17 
222 St. Paul & Duluth.... - 






Grand Trunk......... 
Great Western... . 
Hannibal & St. Josep 176 § 

Han. J’n., Hanover & Gettysb’g.324 South Carolina.............. 
HOUSACONIC. .... 222s cccecccccccess 195 

Houston, East & West Texas...199 Sussex ..... .......-- eee eeeeee 
Houston & Texas Central...... 126 oe, & Greenfield...... 


Huntingdon & B'd. Top Mt... 101 Jnion Pacific .. ......- LUIS 








Illinois Central........... U. 8. Rolling Stock Co -195 
Indianapolis & St. Louis. : Utica & Black River. oe. 

Iowa Minor Railroads......... 71 Virginia Midland......... .142 
Junction & Breakwater.... ... 345 Virginia& Truckee... _....... 160 
Kan. City, Ft. Scott & Gulf.....319 Wabash, St L. & Pacific...194, 218 
Kentucky Central..............+ 195 Western Maryland.............. 7 
Knox & Lincoln . . «ese.--.-142 Western R. R. Associatio -. 38 
Lake Shore & Mich. So ....271, 279 Worcester & Nashua ...... 5A 
Lehigh Coal & Navigation Co..126 Wisconsin Central..............370 





Indiana, Bloomington & Western. 





During the year 1881, which is covered by its last_report, 
this company worked the Peoria Division, from Indianapo- 
lis to Peoria, 211.5 miles, and (from May 1) the Cincinnati, 
Sandusky & Cleveland (Obio Division) 190 miles. The mile- 
aze, with subsequent additions, is given in detail below. 

The equipment consists of 112 engines; 79 passenger, 2 
sleeping, 2 parlor, 4 chair and 41 baggage, mail and express 
cars; 1,701 box, 396 stock, 729 coal, 411 platform and 45 
caboose cars; 216 service cars. This includes equipment for 
the lines leased and built since the close of the year. 

The report gives no balance sheet, but the following state- 
ment of stock and bonds: 


Ee airmen techs Ste bias 5 oon t o7nck oa aeausaatbmons $8,140,400 
Peoria Division a Ry ee $575,000 
sg a _. aero 3,500, 
™ = seconds............ -.-+. « 1,500,000 
s 5 Dias. os Gamasiannseen 137,300 
Middle Division firsts...... ................ 3,000,000 
-———__ 8,712,300 
As ons. Sis Dcncncosesexcndridwheabassnneteeere $16,852,700 


The amount of stock authorized is $10,000,000; the 
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amount issued has beer $5,000,000 for old stock ; $2,725,400 
for income bonds, and $415,000 for scrip. 

The preferred bonds bear 7 per cent. interest; the Middle 
Division firsts, 6 per cent.; the Peoria Division firsts and 
seconds, 3 per cent. till March 31, 1882; then 4 per cent. for 
poe years; 5 per cent. for three years and 6 per cent. there- 
after. 

The authorized issue of the preferred bonds is $1,000,000, 
and that amount was actually issued and delivered to the 
Purchasing Committee; but there remains in the hands of 
the Committee $425,000 of the issue unused, which will re- 
main in their hands until the termination of pending litiga- 
tion concerning the claims of certain creditors of the old 
Indianapolis, Bloomington & Western Railway Company. 

The earnings for the entire line were as follows, including 
“the miain line or Peoria Division for the full year, and the 
Ohio Division for eight months in each year : 











1881. 1880. Inc. or Dee. P.c. 

Freight........... $1,049,784 $1,112,777 D. 2,993 5.6 
Passengeis....... 592,565 549,571 I. 42.994 7.8 
Mail and express. 68,272 57,068 si. 1,204 19.7 
Miscellaneous... . 115,446 93,713 I. 21,733 24.1 

Total... -. $1,826,067 $1,813,129 I. $12,938 0.7 
Expenses......... 1,103,702 1,026,544 I. 77,158 7.3 

Net earnings... $722,365 $786,585 D. $64,2' 8.2 
Gross earn. pe 

| ae 5,403 5,364 I. 39 
Net earn. per 

SRS: 4 2,137 2.327 Dz. 190 2 
Per cent. of exps 60.44 56.61 1. 3.83 : 


The report says: ‘In explanation of the increase of 
operating expenses, it is proper to say that it arose entirely 
on the Peoria Division, and is mainly attributable to the 
necessity of rebuilding and strengthening the bridges upon 
the whole of that division, preparatory to the use of the 
heavy consolidation engines, which would have in a great 
measure been unnecessary under ordinary circumstances for 
some years to come ; therefore these expenses, which would 
otherwise have been distributed over a number of years, 
have necessarily increased the expenses of this single vear.” 

The division of earnings was as follows: 








Peoria Ohio Div. 

iv. (8 mouths.) 

NN os a pigs cco dacancseahoneeaeane $1.151,588 $674,479 
NINE 5: ctbtais/u.05:eencanns -. 749,871 353,831 
ee ees $401,717 $320,648 
Gross earnings per mile........ ........ 5,445 3.550 
Net - pee aatmans Gs 1,899 1,688 
Per cent. of expemses.... ... ......... 65.12 52.45 


There were laid during the year 22 miles of steel rails on 
the Peoria Division and 8.16 miles on the Obio Division. 
Extensive repairs were made to bridges, buildings and road- 
bed. The equipment was kept in good condition. 

The income account for the year was as follows : 





Wink CRN, DE GOUR.. 0.05. o.80sesenbance-45.cenennscenss $722,364.73 
Re er re ee iuaeninas $253,275.59 
EL okt 00cc0dbasd ddd ben neat kmacbea ace 31,173.80 
RS ee ee 196,119.00 
Other payments....... 30,306.55 

———-——— 510,874.94 

Gasisinn Tov Gee POOP. o00.0s sna e 10> nredcpernenanee $211,489.79 
ERR peaked $3,917.27 
DP MEN casce teiccubeosedbschessunnee’ 62,317.45 
Equipment.... . 104,465.62 

—-- 170,700.32 

ND « sotsenkimseaedthsdeetnante Sires .... $40,789.47 


Equipment includes six consolidation engines, costing 
$90,000, and the final payment on 500 freight cars already 
on the road. 

The traftic for the year was as follows : 








Ohio Div. 

Train miles: Peoria Div. (8 months). Total. 
an cscs- ceccskan 373, 279,169 652,473 
Ss Se 502, 191,163 693,197 
Service and switching. . 271,881 91.279 363,160 

Eo cavnsesanusannns 1,147,219 561,611 1,708,830 
Cost of engines per mile... 17.31 cts. i Serer 
Passengers carried......... 348,002 245,444 " 593,446 
Passenger miles ........... 13,585,122 7,566,597 21,151,719 
Tons freight carried. ...... 79, 379,970 859,971 
Ton miles............ ....-6.745,353 26,439,862 89,185,215 

Av. train load: 

Passengers, No.........---- 36.39 27.10 32.41 
Freight, tons......... .. sik 124.99 136.19 128.66 

Per pass. train mil “: 

103.646 cts 73.608cts. ....... 
7.630 °° 18.818 * 

See easatens 

; eee eee ene 

Per passenger mile: 

Bcshts..... PERRO as 2 
LO re .. 1.034 | Sapo 

Per ton mile: ? 
Or 1.102 * 1.353. °° keen 
POE Coase ct tkbatieninns <ctvncun 0.300 * ff Xe 


year this company owned and had in operation its original 
main line, extending from Pekin, on the Illinois River, in 
Illinois, to Indianapolis, Ind., 202.30 miles. It also had a 
temporary arrangement for the use of the tracks of the 
Peoria, Pekin & Jacksonville Railroad Cow pany from Pekin 
to Peoria, including terminal facilities at the latter place. 
Early in the year a new company was formed for the pur- 
pose of acquiring the ownership of all the tracks of the 
Peoria, Pekin & Jacksonville Company, between Pekin and 
Peoria, and those of the late Peoria & Springfield Railroad 
Company, including their terminal property in both cities, 
and also certain terminal property in Peoria of the late 
Toledo, Peoria & Western Com _—. The company was 
orgauized under the name of the Peoria & Pekin Union Rail- 
road Company, and had in view the improvement and de- 
velopment of the terminal facilities of the roads mentioned 
in both cities. including the construction of a Union passen- 
ger depot at Peoria. Feb. 1, 1881, a contract was entered 
into with the new company by which this company acquired 
conjointly with three other companies, the perpetual use of 
all these tracks and terminal facilities. The terms of the 
lease provide for the payment as rental of the amount of the 
interest upon the fi:st cost of the properties ; the uperating 
expenses and renewals are provided to be distributed in 
proportion to actual use—to be determined by the number 
of wheels moved. Under this lease the company operated 
its trains during the remainder of the year from Pekin to 
Peoria, a distance of 9.20 miles, exclusive of side tracks, 
switches, etc. * * * 

“Your board of directors negotiated a perpetual lease of 
the Cincinnati, Sandusky & Cleveland system, which be- 
came overative May 1, 1881, at a rental of 8334 per cent. of 
grogs earnings, the maximum not to exceed $590,000, and a 
guaranteed minimum of $300,000. During the eight months 
we have operated the properties under the lease, May 1 to 
Dec. 31, a handsome profit has been netted to this company, 
even in advance of the completion of the connecting link. 
Arrangements were at once entered into for connectin the 
two systems by the construction of a new line from Indian- 
apolis, Ind., to Springfield, O., a distance by the line 


adopted of 142 miles. The new line runs through a fine 
territory, and will originate a large local business, and at 
the same time afford the Opportunity for a substantial in- 
crease of the busivess and revenue of both the old-systems by 
the control of traffic from one to the other. * * The 
laying of the main tracks on the new line was completed 
and connections formed from Indianapolis, Ind., to Spring- 
field, O., April 30, 1882, though the line is not yet fully 
completed for economical operation; this will further in- 
— the mileage to be operated by this company by 142 
miles. 

“During the latter part of the year, for the pu of 
further increasing the business of the new line, and of the 
leased lines in Ohio, and with the view of ultimately ex- 
tending to St. Louis, your board also entered iuto a perpet- 
ual contract with the Indianapolis, Decatur & Springfield 
Railroad Company for the use and occupation of that com- 

y’s property, extending from Indianapolis, Ind., to 
tur, [ll., through a rich and productive region capable 
of originating a large amount of traffic which can be con- 
trolled over your other lines. This contract went into op- 
eration Jan. 1, 1882, so that no part of its operations enter 
into the statements of earnings. By the terms of the con- 
tract this company agrees to pay 30 per cent. of the gross 
earnings, with a guaranteed minimum of $200,000. The 
mileage jor by your company will be thereby increased 
152.5 miles.” 

The mileage of all-the lines now owned, leased and 
worked is as follows : 
Peoria Division: 


Main track. Sidings. 
Indianapolis to Pekia, owned . 202.30 33.98 





Pekin to Peoria, leased. . 9,20 
Total Peoria Division..................... 211.50 33.98 
St. Louis Division, leased: 
Indianapolis to Decatur. ................... 152.50 16.26 
Middle Division, owned: 
Indianapolis tu Springfield.......... 142.00 32.00 
Ohio Division, leased: 
Springfield to Sandusky.................. | > ee 
Re ER a hincces waccescncecesdeess _) aren 
Springfield to Columbus.................... are 
Total Ohio Division....... 190.03 28.46 
a ee a 696.03 110.70 


The sidings and second track on the Peoria & Pekin Union 
road are not included. Of the total mileage about 370 miles 
are laid with steel rails. 

For purposes of convenience in the accounting and oper- 
ating departments, the old main line is styled the Peoria 
Division, the L, D. & S. leased Jine the St. Louis Division, 
the new extension, Indianapolis to Springfield, O., the 
see Division, and the C., S. & C. leased lines the Ohio 

ivision. 





Miiwaukee, Lake Shore & Western. 


This 7 at the close of the year 1881, which is 
covered by its last a, worked a line from Milwaukee, 
Wis., to Summit Lake, 225 miles, with branches from 
Manitowoc to Two Rivers, 644 .miles; Hortonville to Osh- 
kosh, 2234 miles; and Eland to Wausau, 22 miles, making 
276 miles in all, of which 272 miles. are owned and four 
miles out of Mjlwaukee are leased. 

The length of road was increased 26 miles during the 
year, by extension of the main line. 

The equipment consists of 33 engines; 22 passenger train 
cars; 1,286 freight cars and 3 service cars. 

The general account is as follows: 


so 5c s Go eawiedbbeee nc si bhb cbevunkand 1,000,000 
cadens. ee snncehassecs whcus nts senehven 5,000,000 

EE 65) Sabicascahcnneaannckiedanetehietiunaeke 3,327,006 

Ok nnkindisovcsde iahssosereceereas 466,137 

Current accounts and balances... ........ .....0.e0e08 217,956 

Nae Gstnenioninesn’ 6 oddevbbsecsxeckee 319,916 

at ener eebae niatel kere intekeul $10,431,009 
EE 965,736 

Preferred pouk on uns SEER ee a ee ew 55,750 

EGE. Sn ehiadansiasscscee Sabor vee 109,972 

Accounts and balances .......0 ©. .......200- 1,689 

Cash. 45 Gad E. SnMb ie Acénanda-donwigneaeneal 137,862 





- 10,331,609 


Since the close of the year the floating debt has been 
retired by the sale of bonds, or has been provided for by 





bonds reserved to payit as it becomes due. The bonded 
debt was increased $1,239,000 last year. 

The earnings for the year were as follows : 

1881. 1880. Increase. P.c 

Freight.. ...............$423,977 .760 $143,217 50.9 
Passengers.............. 185,402 131,693 53,7 40.8 
eRe 26,200 15,388 10,892 70.6 

EO ae $635,6°9 | $427,751 $207,008 48.6 
Expenses......... .... . 423,000 273,264 149,736 64.4 

Net earnings........... $212,659 $154,487 $58,172 37.8 
Gross earnings per mile. 2,417 1,917 500 )—_:26.3 

et = - 691 118 169 
Per cent. of expenses.... 66.5 64.0 2.5 ; 


The earnings show a considerable gain, but are stil] light, 
a large part of the road being in new country. 
The income account was as follows : 





Gt CREMINGS......200000 ccccsrases ivecceneereesessoeces - $212,659 
Other OCHS. ....22..... 000000 - L6s 
MAE ieee Cane tnswen ‘ $214,485 
Interest on debt . 153,065 
Surplus for the year.. 1 ntl niiice Vite dine Dita haiti bias “$61. 420 
The surplus over interest in 1880 was $31,794, 
The traffic for the year was as follows : 
1881. 1880. Increase. P. c. 
Passengers carried... 145,954 110,923 35,031 32.1 
Passenger miles....... 5,371,306 3,841, 281 1,530,025 39.8 
Tons freight carried... 252,289 81,163 71,126 39.3 
ee 19,029,743 13,109,748 5,919,995 45.2 
Average receipt: 
Per passenger mile.... 3.45 cts. 3.40 cts. 0.05 ct. 1.5 
Per ton mile.... .... . ee” 2.14 ** 0.ce “ 7.5 


The President’s report says: ‘‘The gross earnings were 
reduced by the extraordinary severity of the snow storms, 
and the floods which followed and prevailed throughout the 
year in consequence of the heavy and continued rains. The 
Oshkosh Branch was closed for several months by the higb 
water in the Fox River and Lake Winnebago. Consider- 
able injury was done to the roadbed, and rolling stock was 
damaged by accidents resulting from washouts, causing 
extensive repairs. In spite of the unfavorable season, the 
earnings per mile increased 27 per cent. over the previous 
year, the operating expenses being 661¢ per cent. against 64 
for 1880. The negotiation of the consolidated mortgage 6 
per cent. bonds, issued at the rate of $12,000 per mile, 
enabled the company to redeem or exchange the greater 
part of the 7 per cent. bonds and provide additional rolling 
stock and facilities for the increasing traffic. The con- 
dition of the road at the end of the year was in every 





respect greatly improved, and the t of further 
development o' ness on the new portions of the line is 
very encouraging.” 


Camden & Atlantic. 


At the close of the year 1881, which is covered by its last 
report, this company worked the following lines: 


Miles. 

Main iine, Camden, N. J., to Atlantic City....... ..........- 59.79 
Branch, Atlantic City to South Atlantic...................-+. 5.71 
Philadelphia, Marlton & Medford road..............s0seeee00+ 11.70 
ID os chance apnnseguasiedgehevenasesdéceseecss 7.00 
Miserentthese- <paaeerde b2anwen eseanenvehaabehe (6a 84,20 


The company also operates a ferry between Philadelphia 
and Camden. The South Atlantic Branch was completed 
very near the end of the year. The Philadelphia, Marlton 
& Medford, from Haddonfield to Medford, was opened 
early in October; a controlling interest is owned by this 
company. 

The equipment consists of 16 locomotives; 66 passenger, 
5 parlor, 9 combination and 4 baggage cars; 61 box, 3 re- 
frigerator, 22 flat and 56 gondola cars and 1 caboose car; 
20 gravel, 13 lime and 6 timber truck cars; 1 derrick car. 

The general account is as follows: 





aa bon ncubndbcheeseanaehgnessbstnehika $377,400.00 
IES 4kbshs sascabavevonesss4assbuuuccehses 880,650.00 
es 20F~.75 
TL i. . ds chpsducheesks bakuncbaeitnt Gaeee ,258,255.75 
NS ck ciendnschvdsbseamsansbereces duekacknee 1,319,400,00 
SOOO CHUN. 5 codecs csccccccss coesevene ¥ 64,640,07 
Profit and loss........ ... Pre rape areas ye 427 062.63 
ci scidciibsisduanwie weniaehe deddeeek keine $2,069 358.45 
Road and equipment........ .......... 2,775,184 77 
ET cake < shoscencessnseshe svat 136,000-00 
Stocks, etc... Sidacin Sekai 92,683.97 
Gs" chdtebneke sengeredes onKes 28,325.94 
Bills and accounts receivable............ 30,986.96 
ae sendesie 4ehbess naw kes 26,176.81 
ae #,069,358.45 


The bonded debt consists of $490,000 first-mortgage 
bonds; $497,000 second-mortgage bonds; $225,000 consoti- 
dated bonds and #107,400 reai estate bonds and mortgages. 
The $225,000 consolidated bonds were issued last year and 
the proceeds applied to payment of floating debt and pur- 
chase of Philadelphia, Marlton & Medford stock, 

The train and car mileage for the year were as follows on 
the main line and branches: 


Mileage of : 5 1880. Inc.orDee. P.c. 
Locomotives........ 379,126 349,419 - 29,707 8.5 
Pass. train cars..... 1,239,688 1,197,881 I. 41,807 3.5 
Freight cars. 949,877 876,991 1. 132,886 16.2 

Cost : 

Per train mile...... 73.5 ets. 87.0 cts. D.13.5ets. 15.5 
Per car mile....... 3.7 * 15.0 * e ta 15.3 


On the May’s Landing road (not included above) the loco- 
motive mileage was 10,308; car mileage, 15,182. Cost per 
train mile, 58.7 cents: per car mile, 39.8 cenis. 

The average mileage per locomotive in use on the main 
line was 25,275 miles. 

The earnings for the year were as follows: 

881. 1880. 





q Inc. or Dec. P.c. 

Passengers............ $269,511 $292,590 D. $23,079 78 
DE Enaseinacaree 20 121,913 106,959 I. 14,954 13.9 
Mail, etc........ 62,237 7 63 I. 14,674 30.6 
59,219 51,726 1. 7,493 14.4 
ee $512,880 $498,838 I. $14,042 2.8 
Expenses........... 373,864 371,627 ] 2, 37 0.6 
Net earnings........ $139,016 $127,211 I. 11,805 9.3 
Gross earn. per mile. 7,356 7,469 dD. 113 1.5 
Net ” “ ae 1,994 1,904 i, 90 4.7 
Per cent. of expenses 72.88 74.43 D. sc Saree 


The increase in expenses was proportionally much less than 
thatin traffic. 

The earnings of the May’s Landing road, included above, 
were $2,143.15; expenses and rental, $8,654.89: loss, 
$6,511.74. 

The income account was as follows: 

Net earnings, as above............ peabakva: \uaabubeutn $139,016 02 
93,837.19 


PO FEE on. casei sccdcscece vusss a "$45,178.83 
I vag dekn Sekt vesacdes ishbeestaebous 21,065.92 


Decrease of floating assets... 15,827.58 


NS orto ck ess. call ate peo eae kaaenueenel $82,872.33 
Construction... Sin vinwyiice $45,802.55 
BOO OIEIOME. 0.25. cedccne © cnsscoavecs 18,569.78 
NG ica vs achat rea cheatackeeebbow 18,500.00 





82,872.33 

In order to obtain needed room at the Atlantic City ter- 
minus the New Inlet House was bought for $18,500; the nec- 
essary land was used and the rest of the land and hotel leased 
for $1,800 a year. A bulkhead 600 ft. long was built at 
the Inlet, to preserve the water front. 

Near the close of the year the branch to South Atlantic 
City, 5.71 miles, was finished at a cost of $34,126. The 
Philadelphia, Marlton & Medford road, in which this com- 
pany has $40,000 stock, was completed and is worked by 
this company. 

Progress was made during the year in renewing the track 
witb steel, and 45.59 miles are now laid with heavy steel 
rails. There were 3,606 {t. new sidings built. Safety gates 
were put up at five crossings. Further improvements were 
made at Lakeside Park, which continues to pay a very hand- 
some return on the outlay. 

One refrigerator, 12 box and 10 flat cars were built in the 
shops. One of the old ferry boats was broken up and another 
entirely rebuilt, so that the company now has threenew and 
powerful boats. 

The road and equipment are now in good condition, and 
are provided with appliances for safety in the form of-a 
complete telegraph and block signal system. with Westing- 
house brakes on all the passenger trains. 





Vermont Valley. 
This company owns a line from Brattleboro, Vt., to Bel- 
lows Falls, 24 miles. It also owns all the stock of the Sulli- 
van County road, from Bellows Falls to Windsor, 26 miles. 
The road is controlled by the Connecticut River Company, 
and worked in the interest of that company. The following 
statements for the year ending March 31 were presented at 
the recent annual meeting. 
During the year the Vermont Valley road carried 304,299 
tons of freight, against 242,201 the preceding year, an in- 
crease of 62,089 tons, or 25.6 per cent. Nearly all the ton- 
nage is through freight to and from the Central Vermont. 
he earnings for the year were as follows: 








1881-82. 1880-81. Inc. or Dec P.c 
Freight.. .. . $89,404 siekva m. . | vudedenuben oa 
Passengers. DT © sxteadee. seunttibubes ee 
Mail, ete a” 8 —|—s hese pe eseons oawe 
Total.......... . ..$149,024 $137.047 L $11,077 8.0 
Expenses............. 106,665 112,659 D 5,794 5.1 
Net earnings ...... $42,159 $25,288 I. $16,871 66.7 
Gross earn. per mile. 6, 5,748 31. 461 8.0 
Net earn. per mile... 1,757 ,05 lL. 703 «=—66.7 
Per cent. of exps.. . 71.7 816 D. 9.9 





The stock of the company is $1,000,000. There are $750,- 
000 bonds, which were authorized to pay for the Sullivan 
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County road, and for improvements. The amount issued is| LOCOMOTIVE RETURNS, MARCH, 1882. 
not stated : , : pa ; . : 
gays ‘ Master Mecbanics of all American r: 8 4 y 
Tha income accouut 16 as follows: as erican railroads are invited to send us their monthly returns for this table. 
IN osn5 wns ved cxae vusewaeedemervecaresseoneee ... 842,159 | ideally Ho FF = a Ch ea a ea ae oe neeeapeseneh 
Balance of interest ACCOUNE 0.0.2.0 cene ceee sovcecece asa s/% daivesicm Mines RUx T aN ERAGE | PAs ST IN bitedbie Ce AVERAGE 
Dividends, 4 per ceotes ts ows ssc 40,000 F 5}. eee. | ee eee. [eee ces, eee eemiene. mere 
we eee eis) 2 Ter era sie iei 2 Elz! Fl Bieki 2) ¥i3 
Surplus for the year..................- $1,614 j 3 ry = 3 "3 a 4 z = Fa = z = 3 é Se 5 = é 
Sur ° ‘evious year 31,298 | = 8 . a = i § = 5 z 5 2 ae : = |46/: = 
RNIINS TIOGR DIOVIOUS FORE. 05. iii css vesiee sicecceccscenes S108 salts ides aan 5 2 & . S = z og z = 7 5 23 ¥ ~ 
Total surplus Oe eee ee $32,912 | : | 5 ¥ Beet ance 42a. a | 3? 3.4 
Interest upon the bonds is met from the receipts of the 3 3 : & : a = Es = . a gt 
controlled road. = . : : ~ - = : 2 : > 
The earnings of the controlled Sullivan County road - = 5 ei: 5 : 
were as follows: i : 2 os - : ; : = : 
ne e-cecsdevesssqevcctivgahperks seaedeers Sst“ SS: ia sine sa “<? ht cee — ls wae = ar oe ee ee eee ae ee 
ER. 5s 2,0 x10. 6:0.0.5'0-0.ach ame nln x aero ietaaiy. 4a pra 63,734 | site Vv > el gs 3 nm: wo! oo =) @ ats ‘ . 
yg d mheny Valley, River Div.*) i389, SY 19.75, 4.00 22.59 6.213 1.084% 19.43}... bstaB 
Mails, CtC.....- 6. .ee eee eee eee en eee e teenies 6,621 lem Grade Div eae 1zo| 38 : 17.00 2.60 22.30 3.269 0.937 16.2)'. ....|, 
Pee Se uffalo, Pitts. & Western*.. 74; 2 2, 32.45 17 
Total (96,414 per Mile) ....0.606.ccsceoscseans .. $218,764 Cyne Pactfe. wessern a = 2,683 , 7 
GER CFOS POP GOR): ccc ccciivcnies ctnnccecengseosens 172,915 Northern & San Pablo Divs.+ 1 oe 2,566 : 32. 
Expenses (7 p ent) Pee | California Pacific Div.+....... 174 il 2’ 86 28.66 
sy Net earnings ($1,763 per mile).................6.... ead ne iad bia eee ue Fo S296 ‘ a 
SRIUM p00 pcbcrscveccsespe pita neeselacuem eee 40, funtholdt Div.+. 200 21 3'9s6 33.71 
a Salt Lake Div.+ . 219 39 2862 ¢ 6.32 
Surplus ais ey ee hoe une $5,849 Oreaoss wt “ is 4 3,541 19 4 Getic 
on ‘a , , ; stockton & Copper +..| 49; 3 (RB %/ 26.: SI. 
The dividends went to the Vermont Valley Company, and teohia cee 11671 16 eID 43.7% 
were applied in payment of the interest on its bonds. Tulare Div.t+.... 0 .....-0-..-., 170 23 2.748 * 44.51 
The sum of $150,000 was appropriated for improvements One wiine ‘Diet... 416 51 .| 39.9 
of the road, and was expended during the year, chiefly in} agjia Div +... ... eee el 4g) 22 20:9). 9 
laying new steel rails and putting in new ties over the} ‘Tucson Div.t......-...... .../ 219 28 BR.04, 9.50, 5.40 
whole road. This was in addition to the operating expenses, | ,,¥! Paso & Rio Gride Divs.t.| 263) 25) E8308 5,78) 46.20. wana IRB woeeee cosa eo eees Tap Pema 
- : Terre Haute Divs............. 65 °° reas ta ee TS a Pe 
Detroit, Grand Haven & Milwaukee. Cleveland’& Pittsburgh* 22577 4.20 1690 3.825 UST9 15.65 "1.45 3.00 
enitsenneiats Dela., Lacka. & Western, 
‘ , 26 2,1 39.35 
This company, successor to the Detroit & Milwaukee erie & Pittsburgh, eescchne Os 50 TSKET -Bibko 0.85 13.08 “3.00 16:70 § 
through foreclosure, owns a line from Detroit to Grand | Grand Rapids & Indiana.. .. 332 .. ae Recon bic cshs lon Weee bene 
Haven on Lake Michigan, 189 miles, with 38.02 miles of | Ulinels ae Chicago Div.;) 385 
sidings. The report is for the year ending Dec. 31. North Divs ccsssccccece | SB yes ror levee eaten Ree 
The road is controlled and the stock chiefly owned by the Springfield Div. 113 ete SES ee : 
Great Western Company, of Canada. TOWA Divif.... socceseveccsece 401 : asceslecce o tease ntsc seseee coesle 
- . sects irene tea . s Pao Jeff., Madigon & Indianap.*.... 226 44 129.427 2,041 35.94 16.20 3.14 24.52 4 
A line of steamers is run in connection with the road across | (can! City Ste do. & Coun. Bis 247) 37, 191,004) | 3154" 40.00 | 22.20 4.00 | 20.20 
Lake Michigan between Grand Haven and Milwaukee. Lake Shore & Mich. Southern 
The stock and debt is stated as follows: 36 185,708 2, 1SY 33.04 . 23.56 . 2.6 | 5.68 
128 2,196) 39.6: |. .....| 27:08)... 26 5.43 
ee Cre BOP MR oases cntzcevevsniemessscchgnsbens $1,500,020 4 : : oH 12 65 64 21.59 Sense a sae 4.08 
BONS (OST. LOO POP MUG). ss ccs sscccae | Sessa ecsevcewis 5,450,000 ss ee | S20 35.08 120 40 20.86 00. 6)... 10 4.68 
Current balances éetwansheean a2 271,719 | Lite R’k, Miss. Riv. & Texas. 155) 14 2 64 00, 10.00... . | 2.60 
Louisv’e & Nash., First Div. 435 69 67 25.29 ....... 14.18 Or) 2.20 
Sang, > te Ot 6 q or 
Total ae ceva STE IO | Reo DIL oe oun BO, a i 3 
The bonded debt consists of $3,200,000 cousolidated 5 per Nash. & Decatur Div.**. 122, 20 26.11 : "87. 2.30 
cent. bonds; 2,000,000 equipment 6 per cent. bonds, and | Wiig Mouteomners* 1! 30 le 23| ton 
$250,000 old sectional bonds. The consolidated bonds will} st. Louis Div.*..... 7” ..200.) 267 34 “Ai 3.00 
bear 6 per cent. interest after 1883. : .. Hen. & Nash. Div.**.... 185 40 27 1.50 
The passengers and freight carried were as follows: salle ogy af Diva.** iat 7 3B Lr 
1881. 1880. Increase. P.c.} | Louisv., Cin. & Lexington** 225 3Y "31 3 1u 
Passengers carried 531,735 480,693 42,062 8.6 | Marquette, Hough. & Ont...) 58 13 1 2 
Tons freight carried 490,210 476,425 912,785 «= 2.7 | Syn Ee ED., aster Div..' 925) fp tb he 
_ AV. receipt: ‘ Mahoning Div...... 141, 55 “02 2x6 
Per passenger -_ 93 cts. No. Cent., Fl. & Can. Divs.... 147, 49 6 1.76 
Per ton of freight eee a aes : -. | Onfo Central... ...... ‘ | 231 SS! 25,60) B77) Se A) se | WB oe cee ccclecccce covcee! SOS] 4.9@) O:897!......4 6546! 30.00)..... ci 
Of the passengers last year 2.8 per cent the tons Wemeereaee NK. ¥. Dev. Ma : BH vs _ — — 
of freight 28.2 per cent., were thro’ thi ocal, Belvidere Div. tt. pte tien 80 40 3.00 3.85 
The earnings for the vear were as. Philadelphia Div.++....... 206 176 140 3.4 
isetensinemactaatea — wriewess > fac. or Dec. P.c,| Middle Div.t.,.:... 182) 108 1.40 3.04 
o= ‘ « fe < 4s > A y Div.4+..... 56 3h 0 3.06 
Pass. Dep't $544,083 $504,011. $40,226 8.6} pitoona Bint. .-.---- ----) 58 37 ; tao sed 
Freight Dep't - 652,77 T1398 D. 61,100 8.6 Tyrone Div.++...... a" 162 40 4 L.40 3.04 
Rents, ete 3,175 1,450 IL. 4.745 119.0 West Peiin. Div.++........ 104 21 3.1% 1.40 <.06 
nitnanin aspen ‘Gitnneanteiain: tage. smile Lewistowm BAVA 2 2 os 68 9 83 1.40 3.45 
To! - «$1,200,928 $1,220.07 ». $19,146 : edford Div.t+........... a7 5 97 1.40) 3.14 
Ex in . 883 681 ” S16-204 5 ta rit a3 Frederick:Div.++. ~. . | 109) 10) - 24,62 : 1'40°3.03 
“— ne wie OP rindinigie Z eon ahela oo co sooees| 4) 315) SB910 6.9% 1.45 3.07 
‘ ee ne Gee a re a., W & itimor 
Net earnings $317,247 $403,813 D. $86,566 21.4) Maryland’ Div.++ ...... sc! 93, 70] 205,676 2,988 39.48 ~ «| 20.83)... 3.6) 10.70 2.60 '3.44 
Gross earnings per mi 6.354 6.455 D. 101 1.6] Central Div.++.... .... oo] O82] 10) 21,040) SBN SE-20) 8. | BOML el ecccelsccecelsccese| SRO 11,00, 2.60 2.46 
Net “ ‘ 1.077 2,137 D. 460 214 : puesereiv 1. ; ... 97 18 35,858 1,964 42.47 o} MEMB) . ss evel ese 7.90 15.10, 2.60 3.45 
eens P axps 73.64 66.90 I, 6.7 _ | Pitts., Ft. Wayne & Chicago, j 
aie nt. of exps. ae 35 —_ Eastern Div.*...........0000. 493,171) 551,882 8,227 3L65 ....... 18.37 5.00 16.40 2.744 1.988) 3.77 5.08, 0.66 140 BEb 17.40 1.74 1.74 
There was an increase in expenses and a decrease in earn- en eetern IN x00. .| 280/128) 486,001, 2,805 30.11)..,.... 16.95 5.93' 21.65 2.240 0.780! 3.31, 5.53 0.49...... 5.75 WR 0... wee. 
rs e chie increase reigh + ’ ary low tts., Cin’ & St. Louis, 1 
ings, due chiefly to increased treight traffic at very lo Little Miam! Div.*............197| 40 156,916 3,852, 41.03 ,. 13.14 4.78, 15.82 3.003 Lidt 3.87] 5.22 O97 3.16 5.74 18.26 2.10 195 
=. : P., C., & St. L. Div.*.......... 247) 103) 3°3,477, 2,946 27.17 ....... 18.45! 6.25! 19.22 1.890 1.170 8.10) 3.84 0.5!) 3.49 5.79 22.18) 1.00 2.05 
The income account was as follows: West Jerseyt+............ 168} 22; 653,222 2,430, 92.14 ....... 12.12 ....../... pps he 4.10! 10.60) 0.70 ....... . 15.4 | 3.49 4.21 
ee  SEPPTE Rat Lee eee ee $317,247 | __ 2 ’ 
wr receipts 2.68 on : z ere << ; 
Othe t i wy tong a elton hina Raed ie Saas le ye Five empty cars rated as three loaded ones. : ™Switching engines allowed 6 miles per hour; five empty cars 
Balance from previous vear. .. ......... 0,200 +Switching engines allowed 6 miles per hour; helping engines, rated as three loaded ones. 
oe OEE ¢ actual distance run. ++ Engineers’, firemen’s and wipers’ wages not included in cost. 
Total $385,256 ¢ Switching engines allowed 6 miles per hour The ton of coal is 2,009 Ibs., unless otherwise noted; 25 bushels 
MONON sa ss dceeec\ccnue 2sn0gh ees Send aeweneee keweees Cosmmanes 286,855 § Fuel not estimated, counted to the ton. 


Surplus oeeee es Nester cre 
From this balance a dividend of 4 per cent. was paid for 
the year ending June 20. 
The expenses above include taxes and payments to re- 
newal funds. 


Oregon & California. 


Mr. Villard, the President, in his annual report dated May 
1, 1882, says: ** Under the former administration the an- 
nual reports of the management covered the calendar year; 
but deeming it best that the period included in the annual 
reports should correspond to the corporate year of the com- 
pany, I have the honor to submit herewith a report for the 
full calendar year of 1881 and for the first quarter of 1882. 
Hereafter the nnnuual reports will regularly cover the com- 
pany’s fiscal year, * * * 

* There was no change in the mileage of road operated by 
thecompany during the period covered by this report. The 
several lines were operated in two divisions—East Side Di- 
vision, consisting of main line from Portland to Roseburg, 
198 miles; Lebanon Branch, from Albany Junction to 
Lebanon, 11.5 miles: total, 209.5 miles. West Side Divi- 
sion. Portland to Corvallis, 97 miles. Total mileage, exclu- 
sive of side tracks, 306.5 miles, ja ong 

* By the construction of existing lines the company bas 
earned under the several Congressional grants: 

* Main line, East Side Division, 1,718,478 acres: West 
Side Division, 287,000 acres; total 1,955,478 acres. Less 
sold by Oregon Central Railroad before cousolidation, 11,- 
S42 acres; total, 1,943,636 acres. Of which there have been 
disposed of up to the close of the fiscal year, 146,147 acres, 
leaving a remainder of lands already earned of 1,797,489 
acres, 

* For 323,148 acres of this total, patents have been 
actually obtained by the company. By the construction of 
the Southern Extension to a junction with the Central Pa- 
cific Railroad, the company will further become entitled to 
2.208.000 acres.” 

The capital stock is 12.000,000 preferred and $7,000,000 
common. Funded debt, $6,000,000 first-mortgage bonds. 

The traffic reported for the year was as follows: 


or 





‘ 1s8s1. 1880. Increase. P.c. 
Passenrers carried: .... 139,320 135,099 m4 | 3.1 
Tons freight carried. 154,055 88,797 65,258 = 73.5 
The increase in freight carned was excraordinary. 
The earnings for the year were as follows: 
1881. 1880. Increase. Ps 
Earnings $788,488 $504,694 $283,794 63.2 
Expenses 473,902 387,683 86.219 25.2 
Net earvings... ... $814,586 $117,011 $197,575 168.9 
Gross earn. per mile.... 2,573 1,647 926 53.3 
Ne: * 0 WO ee 382 644 168.9 
Per cent. of expenses.. 60.10 ere Rees 


The report says: “* Several causes contributed to this great 


| Two empty cars rated as one loaded one, 
£ Three empty cars rated as two loaded one- 


1881. In the first place, owing to the scarcity of ocean 
tonnage on the entire Pacific coast for the export of grain 
during 1880, a large portion of the wheat crop of that sea- 
son remained in the country until the early part of 1881. 
‘*Coupled with this increase of tonnage there came the | 
restoration of rates. Tbe competition by water was ended 
by the friendly relations now permanently established, it is 
hoped, between this company and the Oregon Railway & | 
Navigation Company, through the personal union, so to | 
= of common management, represented by myself, and | 
that by land, through the lease by the last-mentioned com- 
pany, of the Oregonian Company's system.” 

The total net result of the year was as follows: 
Net earnings, as above. .... ade eats bee 
Receipts, miscellaneous 

: land sales 


Os 


0 ee ere eee 
Land and miscellancous expenses 








Total net receipt: 


No'statement of the disposit 
given. 

The report says : 
1873 until its reorganization the policy was pursued, in 
order to eke out the largest possible income for the associa- 
tion of bondholders in controi of the property, to incur the 
least possible expense in repairing and renewing the old 
lines. Measured by the usual standard in the Western states 
and territories, only about one-third of the really necessary 
renewals and repairs was made during the intervening 
period. * * * There was another imverative reason for 
bringing up the condition of the existing lines te a higher 
standard: that is, the impending change of the main line, 
upon its connection with the Northern Pacific system, from 
a mere local chanvel of transportation, into a part of a great 
transcontinental thoroughfare, which will be, moreover, the 
line over which the bulk of the passenger and freight traffic 
ofthe entire North Pacific coast between California and 
Alaska will pass, * * * 

. “* Accordingly, while the yearly average of expenditures 
for renewals and repairs, during the five years preceding 
1881, was only.$173,182, the total expenditure in 1881; on 
the same account, was $383,907, thus showing an excess of 
$210,725. This excess of expenditure clearly represented 
one of the objects for which, under the reorganization, a 
separate fund was created, out of which it was accordingly 
met. The result has been that the road-bed, trestles, truss- 
bridges and the track on the main line of the East Side Di- 
vision, and on the first 47 miles of the West Side Division 
(the last 50 miles of the latter division being but just con- 
structed, and hence in the best order), are in a much better 


% 








improvement in the earnings of the company in the year 


condition than they have been for years. Ideem it proper 








- . $317,205 | 
ion of these net earrings is | 


From tne failure of the company in | 


epairs generally include all shop expenses. 


to say, however, that considerable work remains to be done 
in the same direction upon the oldest parts of the system. 
But, according to the estimates of the Manager, the balance 


| of the reorganization betterment fund still on band will 


nearly suffice for the purpose, so that the currentincome will 
not have to be called on to any considerable extent.” 

For the quarter ending March 31 the earnings were as 
follows : 





Earnings. . 3210,854 

FI ci cckckiceadscebacavuveasccsunts ainbeneanet . 123,666 

Net earnings.. 287.288 
Land sales....... 

Less expenses 

— 4,452 

Sale of old materials. 21,145 

Total net receipts. . 112.865 


The gross earnings show an increase of #88,077, or 71.6 
per cent., over the previous year. The net earnings contrast 
with a deficit of 12.481 in the corresponding quarter 
of 1881. 

The report cays: * The striking increase in the gross and 
net earpings for the first quarter of 1882 over the corres- 
ponding period of 1881, already referred to, is due in part 
| to the large quantities of grain left over from the crop cf 
| last summer at the beginning of the year, and stcred along 
| the lines of the company, and in part te the enormous: in- 
crease of immigration to Oregon since the opening of travel 
during the present spring. * % * 

“The whole region from the southern terminus of the 
| muin line at Roseburg to the Califernia boundary, thrcugh 
| which the eatension is to be built to a connection with the 
Central Pacitic system, is of a character so broken by water 
courses, ranges of hills and mountains, es torerder the seiec- 
tion and location of a definite linea very difficult and 
necessarily slow undertaking. 

“From the unfinished condition of the survey and loca- 
tion of the Scuthern Extension, it is quite impossible for the 
management to indicate at this time, even approximately. 
tbe cost of the new line from Roseburg to the junction with 
the Central Pacific Railroad. Until the detinite location of 
the heaviest and-most expeusive part of the }ine over the 
Siskiyou Mountains is finished, no reliable calculation can, 
of course, be made. From estimates of the cost of the 
actually surveyed and located lines to the base of the Siski- 
you Mountains, I feel justified, and consider it my duty to 
state. however, that the construction fund represented ‘by 
the available proceeds of the first-mortgage loan, as far as 
issued. will not be sufficient to build and equip the line, and 
that, in all probability, the authorized issue of bonds, at the 
rate of $20,000 per mile, will have to be made for the aggre- 

ate mileage of the Southern Extension in order to provide 
the requisite funds.” 

















